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CONGRESSIONAL RAVING 


The session of Congress just completed is notable, 
among other things, for an almost continuous rave about 
freight rates. In the bulk of the talking the theme was 
usually one side of an argument in a case before the 
Commission, exploited by a man who gave free rein to 
his desire to please his constituents but did not know, or 
perhaps care, when he went beyond the boundaries that 
would be observed by an advocate before a tribunal able 
to judge the quality of his output. 

To Senator Curtis, of Kansas, goes the honor of 
showing the poorest taste of any of those who took rate 
disputes to the floor of either house of Congress. When 
he had the Senate adopt his resolution authorizing and 
directing the Senate committee on interstate commerce 
to investigate the action of the Commission in declining 
to suspend specified items of a Santa Fe tariff, he lent 
himself to the implication that the Commission had done 
something underhanded that needed to be brought to 
the light of day. It is true that the Commission does 
not tell the public why it refuses to suspend a tariff 
against which there is a protest, but that is not a griev- 
ous sin. The inference to be drawn from a refusal to 
suspend is that the Commission has not learned anything 
that suggests to it that there is anything unlawful about 
the item, schedule, or tariff. Inasmuch as everything on 
file with the Commission is open to attack, that impres- 
sion on the part of the Commission embodied in a refusal 
to suspend, means no more than that the protestants 
failed to make a prima facie showing of unlawfulness. 

The real evil of the matter, however, is to be found 
in the use made of the machinery of the Senate. A letter 
addressed to the Commission would have produced just 
as many facts as are likely to be developed through an 
investigation by a committee. Adoption of a resolution 
of that sort is an indirect way of saying that, in the 
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opinion of the Senate, the Commission either is tyran- 
nical or ignorant. A loser in court is entitled to think 
something like that in the hours of his soreness, but it ill 
becomes the Senate of the United States to take up 
cudgels for a losing party, especially in view of the fact 
that-the losing party still has the right to make formal 
complaint. 

The resolution contains an unwarranted insinuation 
to the effect that the parties in interest did not have 
opportunity to be heard. The fact is that the files of the 
Commission show that they were heard just as much as 
any others who invoke or deprecate the use of the sus- 
pension power of the Commission. Suspension is in the 
nature of a summary proceeding. The object is to get 
something done within the thirty days a tariff must be 
open to objection. Necessarily, the parties are not heard 
as fully as if the matter were a formal complaint. But 
the fact that protests and explanations are on file in this 
matter shows that there is no substance to the assertion 
that no opportunity to be heard had been given. 

Senator Curtis, if he ever needed a friend, needed 
one when he offered the resolution, for the reason that, 
by means of the items which southern Kansas millers 
sought to have suspended, farmers in Colorado, Kansas, 
and Nebraska can have their wheat sent to the Kansas 
City millers, there milled and the product sent back to- 
ward the fields from which it came, on its way to Texas 
and Louisiana, without paying the penalty of a back- 
haul charge. Millers in southern Kansas, of course, not 
having the benefit of as much carrier competition as 
there is at the Missouri River, have to pay a penalty for 
back-hauls. 

That mere statement of the prominent facts ought to 
show anybody that, when Senator Curtis offered his 
resolution, he was taking sides in a fight among Kansans. 
Just as many of his constituents may be interested in 
having the protested items go into effect as there are in 
having them suspended, and perhaps more. 

All the considerations mentioned, any one of which 
would warrant a senator deciding to be careful about the 
matter in hand, however, are insignificant in comparison 
with the fact that inquiry of the Commission would have 
developed the fact that the subject of such transportation 
as is involved in the use of the items that were not sus- 
pended is under consideration and that the Commission, 
in allowing the Santa Fe to put into effect the items that 
were not suspended, was merely affording it an oppor- 
tunity to compete for traffic it thinks should not be car- 
ried in the way it is carried but which, nevertheless, for 
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appreciate the wealth 
of the Illinois - St. Louis 
territory. Few sections 
offer such diversification of interests as 
this part of the Middle West served 
by the Illinois Traction System. 

St. Louis, to which this railway has 
the only independent entrance, is the 
outstanding market place for the great 
South West. Central Illinois, with its 
coal deposits, agricultural and manu- 
facturing resources, offers a contented 
community of buyers. 


The Illinois Traction System, as the 
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map indicates, thoroughly covers this 
territory. It is equipped to handle 
freight in car lots, as well as package 
shipments to and from practically any 
point in the United States. 

Standard equipment, through rates 
with 800 railways, physical connection 
with steam lines and track connections 


to the principal industries make this 
possible. To this, add personal attention 


from the Traffic Department to all 
freight business offered this railway 
and you have a service that appeals 
to the shipper consigning to or from 
this Middle West territory. 
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competitive reasons, it will undertake to carry. Thereby, 
the Santa Fe helps in the widest possible distribution of 
the products of agriculture, one of the objects sublime 
to be attained under the Hoch-Smith resolution, also a 
product of Kansas. 

Adoption of the resolution suggests that Senator 
Curtis, in having the resolution adopted, thought to ob- 
tain political credit with his constituents, without think- 
ing that, possibly, he might merely be stepping into a 
Kansas family fight, out of which he could not hope to 


| obtain any credit. 


COOLIDGE AND BOARD 

The Shipping Board’s “declaration of independence” 
with respect to the White House lasted for nine months 
—the term of service of Elmer E. Crowley as president 
of the Fleet Corporation. The action of the board, by 2 
vote of 4 to 2, in ousting Mr. Crowley and appointing 
General A. C. Dalton as his successor is generally re- 
garded as equivalent to the rescinding of the “declara- 
tion of independence”—so named by a spokesman for 
President Coolidge—which the board served on the 
President when Admiral L. C. Palmer was ousted as 
president of the Fleet Corporation and Mr. Crowley was 
appointed as his successor. In other words, “contact” 
between the White House and the head of the Emer- 
gency Fleet Corporation is to be re-established, the ap- 
pointment of General Dalton being “satisfactory” to 
President Coolidge. 


It will be remembered that the combination in the 
board which ousted Palmer and elected Crowley presi- 
dent was composed of Commissioners Haney, Thompson, 
Benson, and Plummer. Haney and Thompson resigned as 
commissioners. Commissioner Lissner also resigned, on 
account of ill health. The President filled these vacan- 
cies by appointing Commissioners Walsh, Teller, and 
Myers. He reappointed Chairman O’Connor. These de- 
velopments resulted in a change in “control” of the af- 
fairs of the board—a change pointing to a more “charit- 
able” attitude toward the White House and its interest 
in the affairs of the board and the Fleet Corporation. 
Evidence of the change is found in the selection of Gen- 
eral Dalton as president of the Fleet Corporation. The 
general, no doubt, will call on the President when he re- 
turns from the Adirondacks. Mr. Crowley did not call 
on the President after he was appointed. 


Regardless of the fact that, under the merchant ma- 
rine act, the President of the United States has no rela- 
tion to the board other than that he appoints the chair- 
man of the board, and that it may be argued that the 
President should not interfere with board affairs any 
more than he should with the affairs of the Interstate 
Commerce Commission, the White. House has always 
regarded the affairs of the board and Fleet Corporation 
as involving such matters of national concern that it 
Should be advised, at least, as to developments therein. 
One school of thought holds that, in view of the fact that 
the board has under its control a vast amount of govern- 
ment property, an executive function is involved and that 
the President properly may ask that the board cooperate 
with the White House in the execution of the shipping 
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activities of the country. It may be argued that Con- 
gress, in providing that the President should select the 
chairman of the board, intended that his relation to that 
body should be different, for example, from that to the 
Interstate Commerce Commission, admittedly an agent 
of the legislative branch of the government. To appoint 
the chairman of the board, it may be argued in support 
of that conception, the President should be advised as to 
the activities of the board and the conduct of its mem- 
bers. The President has a direct relation to the board 
in the matter of appropriations. This was illustrated ef- 
fectively in connection with the appropriation for the 
Fleet Corporation for the fiscal year which began July 1. 
The board at one time submitted an estimate of $22,000,- 
000 for this fiscal year. Mr. Crowley said $18,000,000 
would be needed to maintain the government services 
then inexistence. The President recommended $13,900,- 
000 and Congress approved that recommendation. A 
special fund of $10,000,000 was made available for opera- 
tion of lines taken back from purchasers unable to meet 
foreign ship competition, but it was provided that the 
President should approve expenditures from that fund. 

It may be pointed out that the President’s recom- 
mendation for an appropriation of $13,900,000 to meet 
the “cost” or the “loss” on account of ship operations, 
was made in the period when the board’s “declaration of 
independence” was in effect, and that this amount was 
some ten million dollars less than was appropriated for 
the preceding fiscal year. 

President Coolidge’s shipping policy may be stated 
briefly. It is that the government ships should be trans- 
ferred to private operation as soon as possible under the 
provisions of the merchant marine act and that, while 
the government is operating ships, that operation should 
be performed as efficiently and economically as possible. 
He believes that this policy can best be made effective 
by placing the operation of the government fleet under a 
single executive. Congress failed to act on his recom- 
mendations in that respect at the last session of Con- 
gress, but the action of the board in making General 
Dalton president of the Fleet Corporation may, in a 
measure, permit development of a policy in accord with 
the wishes of the President. 


SOUTHERN CLASS RATE CASE 


» The Traffic World Washington Bureats 


Not a word of approval and only a few small gestures sug- 
gesting compromise were made in the first lot of shipper memo- 
randa made public by the Commission pertaining to the sugges- 
tion of Chairman Barham, of the Southern Freight Committee, 
that the rule for calculating distances in No. 13494, Southern 
Class Rate Investigation, be “simplified” by adding 25 miles to 
the distance between two points for each junction. 

Discussions by the southern Ohio group, by the Macon 
Chamber of Commerce, Mobile Chamber of Commerce and Busi- 
ness League, Augusta (Ga.) Traffic Bureau, and the Jackson 
(Tenn.) Chamber of Commerce comprised the budget of views 
put out by the Commission as soon after July 12 as possible. 

One small gesture of compromise that might give the car- 
riers something was made by the southern Ohio group, composed 
of shippers at Portsmouth and Ironton, O., Ashland, Ky., and 
Huntington, W. Va. It suggested that finding 14 be amended 
so as to read as it did in the original report, 100 I. C. C. 656, 
with the added proviso that when the shortest route was over 
two or more roads a constructive distance of twenty-five miles 
in excess of actual distance should be employed. It expressed 
the belief that such an addition would be more than sufficient 
to offset the difference between the “shortest workable routes” 
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and the “shortest routes for the interchange of carload traffic.” 
It said it was willing to cooperate to that extent in minimizing 
the labor of making the new adjustment effective. 

The Jackson Chamber of Commerce submitted that the peti- 
tion of the carriers was equivalent to asking the Commission to 
reverse finding 7 that “no sufficient reason has been shown for 
joint-line differentials or arbitraries, but that the absence of 
such differentials is a factor which should be given weight in 
determining the level of the distance scale.” 

It asserted that the Barham petition was not a discussion of 
how to express more definitely finding 14, as suggested, but that 
the whole burden of the petition was an attempt to justify the 
charging of higher rates than permitted by the scale, on all joint 
hauls, after the Commission had plainly stated that the scale 
had been made higher than it would have been for single-line 
hauls, because it was to be applied to all joint-line hauls. 

“If this petition is granted,’ said Jackson, “then the Com- 
mission should at the same time decree that when the scale is 
applied to a single-line haul 25 miles shall be deducted from the 
actual mileage of the route, and should make it plain that it is 
intended that scale K-1 shall be used only as a neutral measure 
of mileage to which shall be added 25 miles for all joint-line 
hauls and from which 25 miles must be deducted for all single- 
line hauls. 

“There is no effort in the petition to show how the addition 
of 25 miles for each line included in any route will help the 
carrier’s experts of inexperienced clerks to determine what will 
be the proper route to employ in any case. To the contrary, the 
addition of any mileage only obscures the whole problem of 
rates and routes, makes the publication of the tariffs more 
laborious, complicates the correct method of arriving at the 
correct rates and assures the perpetual protest on the part of 
all Shippers in the south.” 

As an amendment, Jackson proposed a rule containing all 
the language used by Chairman Barham in his proposed rule 
except that providing for the inflation of the mileage by the 
addition of 25 miles for each junction. 

“If the carriers desire to repudiate the finding of the Com- 
mission which prescribes the scale set out in appendix K-1 for 
application in the south on both single and joint-line hauls, they 
should come out in the open and file their petition to have the 
case reopened for that purpose. * * *” 

After pointing out the inter-dependent character of all parts 
of the Commission’s report and the impossibility of changing 
one part without running the danger of rendering the whole 
impracticable, the Augusta Traffic Bureau said that a modifica- 
tion of finding 14 to comply with the carriers’ petition would 
simply establish a higher joint-line scale to be used alternatively 
with the Commission’s scale used as a single-line scale only, 
thereby materially increasing, for joint-line application, the Com- 
mission’s prescribed scale in the establishment of the future 
class rate structure “which we submit is in direct contravention 
to the purpose and intent of the Commission’s order in this 
proceeding.” It added the opinion that the finding was suffi- 
ciently clear to admit of application without serious difficulty 
other than that which would arise from any other rule that 
might be suggested by the Commission, carriers or shippers. It 
suggested that difficulty could not be avoided in a revision of 
such magnitude. It asked the Commission to adhere to finding 
14: > 

The Macon Chamber of Commerce said it found it impos- 
sible to reconcile the declared purpose of the carriers’ petition, 
namely, “not the purpose of this petition to find a method by 
which rates may be increased” with the rule itself. 

“Unquestionably, rates based on the rule proposed by the 
carriers would be considerably higher than the rates based on 
the rule of the Commission in finding 14,” its memorandum said. 
It proposed standing on the scale made by the Commission but 
suggested the distance computation rule used by Commissioner 
Cox in No. 14617, Acme Brick Company vs. Alabama & Mis- 
sissippi et al. That rule is the three carrier rule with the limi- 
tation that where shorter routes are now in use which embrace 
the lines of more than three carriers such shorter routes shall 
be used. 

“It seems to us,” says the memorandum of the Mobile organ- 
ization, “that the purport of Chairman Barham’s petition is to 
increase rates wherever possible under scale K-1, from which it 
is inferred the carriers think that scale K-1 is too low.” 

It contended that the position of Mobile was somewhat dif- 
ferent from the inland points because the proposed rates would 
apply to and from Mobile on export and import as well as on 
domestic traffic and the petition was not at all clear to what 
extent the carriers would equalize rates under what was known 
as market or carrier competition nor was it clear as to just 
what lines under common control and management would be 
considered as a single line for rate making purposes. Nothing, 
it said, had been shown in Chairman Barham’s petition that 
would influence it to change from the position set forth in the 
Commission’s report to the effect that the shippers of Mobile 
favored uniform distance rates, and pointed out numerous in- 
stances in which the carriers’ proposed rates where Mobile, as 
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they saw it, was not given the advantage of its seographica) 
location. The petition, if granted, it said, would cause numb, 
less increases in the rates suggested by the Commission, ang j, 
would also cause a great many discriminations against Mobi} 
for which no justification had been shown. 

The protest of the Southern Traffic League follows the gep. 
eral lines laid down in the discussion of the subject had by the 
board of governors of that organization (see Traffic World, July 
10), on July 8. f 

“The carriers’ proposal, reduced to its final analysis,” says 
the protest, “amounts to nothing more than a petition for , 
higher level of rates than the Commission prescribed. The Con. 
mission prescribed a scale to apply for both single- and joint-ling 
movements. It is, therefore, a joint-line scale. The Commissioy 
took into consideration the shortest possible routes in consider. 
ing the revenue tests and in the fixing of the level of the rates” 
The protest points out that the petition of the carriers is mis. 
leading in the particulars set forth at the meeting of the boar 
of governors. 

W. S. Creighton, for the Charlotte Shippers’ and Manufac. 
turers’ and North Carolina Industrial Traffic League; J. T. Ryan, 
for the High Point Chamber of Commerce and Southern Fyr. 
niture Manufacturers’ Association; W. L. Thornton, for the East. 
ern Carolina Wholesale Dealers’ and Manufacturers’ Associa. 
tion; R. A. Pool, for the Wilmington Traffic Association, Inc; 
C. F. Bauserman, for P. H. Hanes Knitting Company; Charles 
W. Strickland, for Proximity Manufacturing Co.; Charles G. Yates, 
for Vick Chemical Company; and J. L. Graham, for Winston. 
Salem Chamber of Commerce and R. J. Reynolds Tobacco Con- 
pany, said they firmly opposed the carrier’s proposal to increase 
the prescribed rates by adding an extra distance of 25 miles 
for each carrier beyond the first in computing mileages where 
the short route was a joint line. They said that whatever dif- 
ficulties existed were caused by the inability of the carriers to 
agree among themselves as to a definition of the term “shortest 
workable route,” a term which the protestants said they re- 
peatedly used in this investigation. 

The Spartanburg Transportation Association said it pro- 
tested most earnestly against the modification requested by the 
carriers. It said that what the carriers asked, if granted, would 
have the effect of creating joint-line differentials, which were 
condemned by the Commission in finding 7. 

The Canton (O.) Chamber of Commerce objected to the 
proposal of the carriers to make rates on a group basis with 
no definite limit to the size of the group. Canton, it said, had 
been out of line for many years as to rates to the southern 
territory, by reason of its competitors in the Pittsburgh group 
having lower rates, while Canton had the shorter mileage to 
many destinations in the south and southeast. It said it favored 
the Commission’s supplemental finding 14 as to figuring dis- 
tances and suggested an order confirming it. 

The Youngstown Chamber of Commerce said the proposal 
of the carriers would produce a level of rates higher than the 
basis found reasonable by the Commission. It said that, in view 
of the consideration given by the Commission, it was reasonable 
to assume that if any differentials were necessary for joint-line 
hauls the Commission would have prescribed them and would 
have prescribed scales much lower than the rate scales pre- 
scribed in this case. It opposed any modification. 

In what he calls an intervening petition in No. 13494, The 
Southern Class Rate Investigation, George W. R. Harriman, in- 
ventor of a geographic code system of rates, argues for a sus- 
taining of the Commission’s rule for the computation of dis- 
tances prescribed in finding 14. Most of his fifteen page pam- 
phlet is devoted to setting forth comments in support of the Com- 
mission’s rule, phrased in the terminology of a mathematician or 
philosopher. Assuming the possibility of the Commission mod- 
ifying the rule so as to permit the carriers to use an inflation of 
25 miles for each junction point, Mr. Harriman suggested that 
when such modification was permitted the rule should be en- 
larged by adding the following: “Provided, however, that in an 
item where the factor of 25 miles is used there will be stated in 
juxtaposition with it the number of times the factor was used 
in it, thus 225-3,” meaning, that the mileage of 225 was obtained 
by making inflations in accord with the fact that three lines 
were used in making up the route. 


CHANGES IN DOCKET 

Further hearing in No. 12550, the Barrett Co. vs. Director- 
General, as agent, the Penna R. R. et al., assigned for July 14, 
at New York, N. Y., before Examiner Cheseldine, was post- 
poned to a date to be hereafter fixed. 

Hearing in No. 18138, Chicago Cheese & Farm Products 
Company vs. C. & N. W. Ry., assigned for July 17, at Chicago, 
Ill., before Examiner Fleming, was canceled. 

Hearing in No. 18137, General Motors Truck Company of 
Kansas City vs. C. B. & Q. R. R. et al., assigned for July 16, at 
Kansas City, Mo., before Examiner Copenhafer, was canceled. 

Hearing in No. 18105, Imperial Sugar Company vs. I.-G. N. 
R. R. et al., assigned for July 16, at Galveston, Tex., before Ex- 
aminer Carney, was canceled. 
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| Current Topics 
in Washington 
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— 
Commission Studies Morphology.—As evidence of its de- 
yotion to form and the study of form or science of form, the 
Commission’s decision in No. 16901, drayage absorptions by 
Southwest Missouri Railroad Company, may be deemed as of 
the highest type. However, those who have never fully agreed 
with it in its restrictive application of what many believe to 
be obiter the Supreme Court used in the tap-line case, it has 
been viewed as one of the things of which the Commission, in 
the years to come, may not regard with veneration. Its con- 
clusion that the teamsters who bring the ore to the Southwest 
Missouri are agents of the shipper causes smiles. A steam 
railroad that takes freight for a shipper to another railroad 
is the shipper’s agent in the same sense. The only difference, 
on the showing of facts made by the Commission, is that the 
teamster is not a common carrier by railroad. He may not 
even be a common carrier by truck, in name, although, on the 
showing of facts made by the report, most shippers probably 
would call him a common carrier by wagon or truck. Because 
the Southwest Missouri did not offer, in unmistakable terms, 
to carry from the points where the teamsters got the ore, the 
form of the tariff, probably, was obnoxious to the rules of 
form carried in Tariff Circular 18-A. It may also be that a 
carrier by railroad may not lawfully file a tariff offering to 
carry to or from its rails freight which it desires to haul over 
its rails. But, it is pointed out, failure to observe a certain 
form of tariff offering to perform service, does not convert 
the teamster into an agent for the shipper and make payments 
to him rebates to the shipper, not even under the involved rea- 
soning of some of the philosophers. In the Starin Line de- 
cision (91 I. C. C. 5389, 547), the Commission seemed to say 
that, if the Starin Line gave up its idea of employing only 
designated truck lines, its absorption offer would be proper. 
In this case the Southwest Missouri offered to any teamster 
who would haul ore to its rails sums ranging in amount from 
15 to 45 cents, which, when added to the amount of 50 cents 
a ton paid by the shippers via lines of the competitors, would 
put the three railroads on an equality in competing for busi- 
ness. It did not undertake to say which teamster should do 
the hauling. The Southwest Missouri was fighting for its life, 
if the facts set forth in the report are accurate. The Okla- 
homa commission said it might not build spur tracks to the 
places where it could obtain ore. There is nothing to show 
that that was not a righteous decision. The Oklahoma com- 
mision may have pointed out that, in the interest of good 
transportation to and from the ore country, the Southwest 
Missouri should confine itself to passenger business or die. 
The Oklahoma commission did not, however, base its decision 
on the ground of non-observance of form. It frankly said the 
exisiting lines were adequate for the service and that the 
Southwest Missouri should keep out. There is a feeling that 
the main object, if not the only one, on the part of the federal 
body was to preserve the lives of two steam roads and that 
it could find no way to do that except by its conclusion, that, 
in a law sense, the teamsters were the agents of the shippers. 
The Southwest Missiouri did not ask permission to extend its 
tracks to the ore bins. It did not put itself in the way of be- 
ing directly put out of business by asking such permission. It 
is believed that the Commission would have welcomed such an 
opportunity to say that the two steam lines should be shielded 
from the competition of the passenger line, the business of 
which has been taken from it by the automobile. The fiction, 
as many believe it to be, that the teamster is the agent of the 
shipper, but illustrated the truth of the old saying that a cat 
can be killed without choking it to death with butter, or, as 
John E. Benton thinks New Hampshire invented a way for 
Saying the same thing,” hard cases make bad law.” 


ox 








May Be Two Reports—The fact that the Commission seems 
to be holding conferences on No. 17000, the rate structure in- 
vestigation and Ex Parte 87, taken in connection with the fact 
that it has railroad traffic officials and accountants working 
on a plan for gathering data to be used in No. 17000, has sug- 
gested that it may intend to make two reports, one on Ex 
Parte 87 before summer recess, and the other, on No. 17000 
mainly, at a later day. There is a definite issue in the applica- 
tion of the western carriers for an increase in rates. There 
is no definite issue in No. 17000 and, it has been suggested, 
there cannot be until two things have been done by the Com- 
mission. The first is to have a general examination of the 
The second is to determine, from a survey 
of it, what commodities can bear heavier burdens. When those 
two things have been done, it is suggested, .the real perplex- 
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ing task of the Commission will be defined—that of determin- 
ing on what commodities heavier burdens shall be laid, to 
the end that those on agricultural products may be lightened. 
No more than a beginning, it may be suggested, has been 
made in the survey of the rate structure. The Commission has 
many unrelated bits of information about the rates on all 
commodities in all parts of the country. It, however, has no 
dossier in which there are assembled facts relating to any 
one commodity, in a nation-wide sense. It has a fine record 
as to cement in the western territory. It has recently decided 
a case about petroleum and its products in Western Trunk 
Line territory, and another relating to rates from the mid- 
continent field to Indiana. However, it has no record show- 
ing the facts about petroleum and products rates in their rela- 
tion to each other. Broadly speaking, for instance, it is sus- 
pected that the rates on petroleum in the territory west of 
the Mississippi are relatively low, while the rates in the south- 
east are high. But, it is suggested, No. 17000 cannot be decided 
with such disjointed data. Therefore, it is assumed that there 
will be a report on Ex Parte 87 before there is much of a re- 
port on No. 17000. In a way of speaking, there have already 
been many reports on No. 17000 because, in many cases, the 
Commission has said it was making the decision in view of 
the Hoch-Smith resolution but that the decision in hand was 
without prejudice to a different conclusion on that matter, 
based on a broader record, such as has not yet been made. 





State Commissions Reaching for Power?—Two queries are 
raised by two cases recently decided by appellate courts on 
orders of state commissions respecting auto truck transporta- 
tion. The cases are Frost vs. Railroad Commission of Cali- 
fornia, decided by the Supreme Court of the United States, 
June 7, 1926, and decision by the supreme court of Minnesota, 
July 9, in Minnesota vs. Boyd Transfer and Storage Company. 
The first query is as to whether the state commissions are 
reaching for power. The second is as to whether these cases 
are not rather to be taken as evidence of pressure exerted by 
common carriers by trucks that are being regulated to end the 
competition of trucks not subject to regulation. An affirmative 
answer to the second query rather than of like character to the 
first seems more reasonable. It is believed the trucks that are 
being regulated feel the competition of those that are not just 
as keenly, as the railroads feel the encroachments of the un- 
regulated trucks. In the California case the question was 
more fundamental, it has been suggested, than in the Minne- 
sota case. In the California case there was a question as to 
power of the state practically to drive off the highways those 
who had not taken out and could not take out licenses as com- 
mon carriers, unless they were hauling their own stuff, with 
the hint that, if the state could do that to such, it could keep 
off the highways citizens hauling for themselves. In the Minne- 
sota case the question was no more serious than whether the 
language of the statute was such as to cover the operations of a 
truck company devoting itself to the hauling of household 
goods, without any predetermination of the carrier of the 
route he would use, because he held himself out to move any- 
thing anybody wanted taken to a place to be designated by 
the person hiring the truck. The Minnesota court had to say 


that the Minnesota statute did not, by its terms, cover such 
transportation. 





Butter and Egg Men to Curb Themselves.—Acknowledging 
that there may be some moral] obliqueness in their business 
practices, the butter, egg, cheese, and poultry men of the ter- 
ritory west of the Rocky Mountains have decided to meet at 
San Francisco, August 2, for what might be called self-fumi- 
gation. Technically, they are to hold a trade practice confer- 
ence under the auspices of the Federal Trade Commission, 
with a view to reaching conclusions as to which of their prac- 
tices, if any, are of such bad or doubtful character as to re- 
quire elimination on account of unfairness. The trade body 
is making a feature of that sort of work. It is trying to per- 
suade all business to govern itself so that when the govern- 
ment moves against a practice it will be guided by the best 
thought in that particular business itself, instead of by the 
thought of well-meaning but poorly informed economists, doc- 
trinaires, or lawyers. What the trade, industry, or business, 
in convention assembled condemns as unfair, that the trade 
commission feels it can safely assert is unfair and order indi- 
viduals to quit practicing. The agreements in such conferences 
cannot constitute the law on the subject, but they can be used 
as evidence to convince a court that what they condemn is 
regarded as not within the law by the majority of those in the 
business. Prior to the institution of such conferences there 
was no body of settled opinion on the subject held by the af- 
fected industry. The commission, when it undertook to prose- 
cute an individual or number of individuals, was up against 
the proposition that it had to prove something that might run 
counter to the views of the overwhelming majority of those 
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who, in a court, could qualify as experts. The furniture trade 
recently agreed on what was fair and what was not fair in the 
marking and sale of its products—that is, a large percentage 
of the makers and sellers of furniture agreed that, if an ar- 
ticle was made of what might be called an inferior wood with 
a veneer of good wood, that article should be called veneered. 
It was further agreed that an article with a mahogany base, 
veneered with mahogany, might be called mahogany, without 
qualification. However, the members of a Grand Rapids or- 
ganization, including among its members the makers of the 
finest furniture in the land, did not assent to that. They said 
the word ‘veneer” carried a stigma and would not agree to 
the designation agreed on by the big majority. The Trade 
Commission intends to prosecute them if and when they sell 
what the trade, by that vote, calls veneered stuff, if they offer 
it as anything other than veneered stuff. By the adoption of 
such agreements the trade body is encouraging trade to govern 
itself. It is suspected that the conference of butter and egg 
men will deal with the question of when an egg is strictly 
fresh, when it is fresh, and when it is just an egg, thereby 
setting standards so that all who buy may have a fair idea of 
what they are getting, regardless of the name of the packer, 
which at present is the chief guide for buyers who have had 
an opportunity to learn that Smith’s strictly fresh eggs are 
no better than Jones’ fresh eggs, or vice versa. 





Automobiles as Measurers of Comfort—The Department of 
Commerce, in its Commerce Reports for July 12, suggests a 
measure for determining the relative comfort of the peoples 
of this earth, by giving the total registration of automobiles, 
passenger bus, and truck. It found there was a world aver- 
age of 71 persons for each car on January 1, 1926. The 
total number of cars was 24,589,249, comprising 20,837,146 
passenger cars, 172,617 busses and 3,463,866 trucks. In addi- 
tion there were 1,435,147 motor cycles—all police cars, the av- 
erage motorists can be made to believe, after he has received 
a “ticket” for court appearance about the second time. Not 
only has the United States the greatest number of motor ve- 
hicles, but it has a higher ratio of automobiles to population 
than any other country—one car to every six persons. Hawaii 
has the second highest ratio, with one car for every eleven 
persons, and Canada ranks third with thirteen persons for 
every automobile. The ratio of automobiles to population in 
New Zealand, which stands next in the order, is one car to 
fourteen persons; that of Australia, one to twenty; that of 
Denmark, which stands sixth, is one to fifty-one. Ratios for 
other countries vary from one to fifty-three for France to one 
to 1,120,000 in the case of Afghanistan, the lowest in rank. 
The figures were put out with a view to helping Americans 
visualize the potentialities for not only their cars, but for the 
road-‘making machinery to make the use of cars possible, and 
the whole train of good that would follow if the rest of the 
world could be brought up to the admittedly high standard of 
wages and comfortable living in the United States. If the 
Chinese and the Afghan could be taught and trained to the 
beauty and necessity of earning even so little, on an average, 


as $1.50 a day, the training would mean billions to Americans. 
—A. E. H. 


‘SOUTHEASTERN COAL FIGHT 


The Traffic World Washington Bureau 


Ghosts of all the coal rate fights in the southeastern part 
of the country in the last fifteen years have been brought out 
into the open again by a conflict between the Louisville & Nash- 
ville, on one side, the Southern, Carolina, Clinchfield & Ohio, 
Norfolk & Western, the Interstate and the Norton & Western, 
on the other. The Southern and the roads named with it as 
being on its side have proposed to reduce rates on coal from 
southwestern Virginia to Atlanta and other southeastern points 
so as to put them on an equality with rates from mines in 
Harlan county, Kentucky, on the Louisville & Nashville. The 
fact that the last mentioned has leased the Carolina, Clinchfield 
& Ohio, seemingly, has not brought that road to a policy ap- 
proved by the Louisville & Nashville. The reductions run from 


1 to 17 cents per short ton. The tariffs are to be effective July 
22. 


In a petition of protest and investigation the Louisville & 
Nashville asserts that it has been informed and believes that 
many important dealers and consumers of coal in Atlanta and 
other destination points involved, who have heretofore obtained 
all or part of their supplies from the Louisville & Nashville 
group 4 mines in Harlan county, have ceased buying coal in 
Harlan county and have conditionally placed their orders with 
the southwestern Virginia mines in anticipation of the reduced 
rates, and that this cessation of buying and diversion of orders 
has already inflicted and will continue to inflict heavy and 
irreparable losses upon it. 


Protest and petition for suspension has also heen made by 
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the Southern Appalachian Coal Operators’ Association and the 
Harlan County Coal Operators’ Association. In their protest 
they recited what they claimed to be the history of the rate 
adjustment upon which the Southern and its partners in this 
enterprise laid hands. They pointed out that, in February, 1922, 
the Southern and its colleagues in this matter submitted a pro. 
posal to the Southern Freight Committee to bring the rates from 
the Harlan field up 25 cents a ton without any increase in the 
rates from southwestern Virginia; that the late C. D. Boyd 
vigorously protested and that before the committee acted for or 
against the proposal it was withdrawn. Shortly thereafter, they 
pointed out, formal docket No. 13823, Virginia Coal Operators’ 
Association vs. Aberdeen & Rockfish, was filed. They assert that 
all the rates involved in this latest proposal are involved in that 
case. The Louisville & Nashville asserts that the filing of the 
proposal to make the reductions ranging from 1 to 17 cents is 
an attempt to forestall the Commission’s decision in that case 
by giving the complainants what they ask, although two reports 
have been made by an examiner recommending dismissal. The 
second report was made because, after the Louisville & Nash- 
ville had leased the Carolina, Clinchfield & Ohio, the Commission 
reopened the case to determine whether the lease would have 
any effect on it. 

The protests and requests for suspension are directed against 
supplement 4 to Southern I. C. C. A-10003 (supplement 4 to 
Kentucky-Tennessee-Virginia Coal Tariff 1) and supplement 10 
to Carolina, Clinchfield & Ohio I. C. C. 15 (supplement 10 to its 
coal tariff 13). The schedules mentioned apply from group 14 
on the Southern and group 1 on the Clinchfield. A comparison 
of the present and proposed rates, the rates from both groups 
being the same, is as follows: 


The former figures are present and the latter figures are proposed 
rate from Southern Railway Group 14 to Atlanta 248—231; Athens 305 
—304; Bremen 282—265; Columbus 315—299; Cordele 327—310; Fort 
Valley 304—287; Griffin 282—265; Jesup 344—338; Macon 304—287; Rome 
237—209; Tifton 338—321; Valdosta 349—332. 


While the tariff names only points in Georgia, the protest 
of the Louisville & Nashville said it had been informed and be- 
lieved it was the purpose of the Southern and the other moving 
roads, to which it referred as the respondents, to make similar 
rates to destinations in Tennessee, Georgia, Alabama and 


Florida “ to the extent that their connecting lines can be induced 
to participate therein.” 


“The purpose,” continues the Louisville & Nashville protest, 
“is to give complainants (in the formal docket case) what they 
desire and is precisely the basis that the examiner’s proposed 
reports recommend the Commission refuse to require, said re- 
ports holding that the present difference of 15 cents per ton is 
not unduly prejudicial. 


“Wherefore protestant charges that respondents, by issuing 
said tariffs, are seeking to forestall and prejudge the final 
report and order that may be reasonably expected in this case, 
sustaining the proposed report and the existing relationship 
of rates; that respondents are wrongfully trying to deprive 
protestant and the coal operators on its lines in Harlan county, 
Kentucky, of any decision that may be rendered in their favor 
in said 13823 and that respondents’ action in issuing said tariffs 
is not only premature but is in virtual contempt of the juris- 
diction of this honorable Commission in the premises.” 


The protesting operators point out that the matter of rates 
on coal to the southeast has often been considered by the Com- 
mission, notably in Andy’s Ridge Coal Co. vs. Southern, re- 
ported in 18 I. C. C., Victor Manufacturing Co. vs. Southern, 


reported in 22 I. C. C., and in Ex Parte 74, the 1920 advanced 
rate case. 


PETITIONS FOR REHEARING, ETC. 


The complainant in No. 17033, L. G. Everist & Company 
vs. Chicago and North Western Railway et al., has asked the 
Commission to grant a rehearing therein. 

The New Orleans Joint Traffic Bureau, a party to docket 
No. 12478, allowances of mileage for Mississippi river crossings, 
has asked the Commission to reopen and assign for further 
hearing and argument this proceeding. 

The defendants in No. 11203, Standard Paint Company et al. 
vs. Director-General, Alabama & Vicksburg Railway et al., No. 
13869 (and Sub. No. 1), Certain-teed Products Corporation vs. 
Southern Railway et al., have asked the Commission for an ex- 
tension of time within which to comply with orders. 


The defendants in No. 13840, Associated Oil Company et al. 
vs. Arizona Eastern Railroad et al., and cases grouped therewith, 
have asked the Commission to grant a rehearing in these pro- 
ceedings, or, in the alternative, that the same be reopened for 
reargument upon the present record before the entire Commis- 
sion, only in so far as the petition and order pertains to (1) 
the rates on refined oil ordered established from Midcontinent 
field to New Mexico and Arizona; (2) rates to branch line 
points; and (3) reparation. 
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DRAY ABSORPTIONS CONDEMNED 


The Commission, in a report written by Commissioner Esch, 
in No. 16901, drayage absorptions by Southwest Missouri Rail- 
road Company (mimeographed), has condemned the Southwest 
Missouri’s tariff providing for absorptions of drayage charges 
on ore from the Picher, Okla., district as violative of sections 
2 and 6 of the interstate Commerce act. It has required that 
carrier to cancel the obnoxious provisions found in its I. C. C. 
No. 12, on not less than one day’s notice, not later than August 
93. It has discontinued the proceedings. 

It was the view of the Commission that the absorptions 
constituted rebates on the theory that teamsters bringing ore 
from zones described in the traiff were agents of the shippers 
and not of the railroads. The teamsters receive 50 cents a ton 
for carrying ore to not only the Southwest Missouri but also 
to the Northeast Oklahoma and Miami Mineral Belt. the 
roads other than the Southwest Missouri that serve the miniag 
region around Picher, from the shippers. In addition’to that 
50 cent ‘turn-around” charge teamsters have been receiving from 
the shippers, they have been receiving, except from zone No. 1, 
from 15 to 45 cents per ton from the Southwest Missouri. The 
Commission instituted the case upon its own motion, April 6, 
1925. 

There was no element of secrecy about the arrangement. 
The Southwest Missouri, an electric line with a passenger busi- 
ness diminished by the competition of the automobile, devised 
the scheme of attracting to its line freight when its business 
fell off. It had no spur tracks to the mines and the Oklahoma 
commission would not permit it to build any, holding that the 
two lines hereinbefore mentioned, were adequately serving the 
mining industry. No ore, according to the report, is loaded 
directly from the mine bins into railroad cars. It is drayed 
and the buyers or sellers of ore pay the turn-around charge, 
so-called, of draymen who hold themselves out to perform serv- 
ice for anyone desiring it 

There was practically no dispute about the facts. The 
Commission pointed out tariff errors which the Southwest Mis- 
souri was willing to correct. It also pointed out lax policing 
of the absorption tonnage which left the way open to misrep- 
resentation on the part of the draymen as to the point of 
origin of the ore on which they claimed compensation from 
the electric carrier. The law question, as to whether it was 
lawful for a carrier to attract business to its rails in that way, 
was the important one. In discussing that and disposing of 
the matter, Mr. Esch said: 


_ Respondent attacks our jurisdiction, in the absence of discrim- 
ination which it contends is not present, either to require or forbid 
the services under consideration, referring to the fact that it is a 
street, suburban, and interurban electric railway, which is not op- 
erated as a part of any steam railroad system of transportation, 
and that the services referred to in the absorption tariff are merely 
a substitute for spur-track or team-track services and are per- 
formed by independent teamsters. Paragraph (22) of section 1 of 
the act provides that the authority conferred by paragraphs (18) to 
(21) of that section ‘‘shall not extend to the construction or abandon- 
ment of spur, industrial, team, switching, or side tracks, located or 
to be located wholly within one state, or of street, suburban, or 
interurban electric railways, which are not operated as a part or 
parts of a general steam railroad system of transportation.”’ 

Respondent argues that we should not undertake to accomplish 
by indirection that which we may not directly do, that we cannot 
challenge the carrier’s right to construct spur tracks or team tracks, 
and therefore its right to provide a substitute service or to employ 
at lesser expense an agent to perform that service is equally clear. 
In view of the conclusions reached, it will be unnecessary to discuss 
the points mentioned. 

Respondent contends that in the absence of a violation of the 
statute we are without power to substitute our judgment for that 
of respondent with respect to its operating policies. It urges that 
the absorptions for the drayage services are available to any team- 
sters who care to perform the service, that there is no discrimina- 
tion between them, and that in the absence of discrimination we 
have no authority to require that these services shall be supplied 
or that they shall be withdrawn, citing Tariffs Embracing Motor- 
— or Wagon Transfer Service, 91 I. C. C. 539, 547, in which we 
Said: 

“There is nothing in the act to prevent the establishment of 
such service or the publication of charges in connection therewith 
by carriers subject to the act.” 

The above quotation referred to accessorial terminal services by 
carriers subject to our jurisdiction in the collection and delivery of 
freight commonly referred to as store-door delivery, which services 
the _Carriers undertake to perform as a part of the transportation 
subject to our jurisdiction. ; 

Cases are cited to show the prevalence of absorption practices 
throughout the country and the approval of the absorption of pub- 
lished charges of carriers subject to our jurisdiction for switching, 
gathering, and delivering services. Reference is made to the practice 
of carriers of employing independent private agencies to perform 
gathering or terminal services which the carriers hold themselves 
out to render as a part of the transportation subject to our jurisdic- 
tion. Under this head would come tap lines scattered throughout 
the lumber-producing sections, industries which received allowances 
under section 15 of the act, lighterage service in New York Harbor, 


Decisions of Interstate Commerce Commission 
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elevator service at grain markets, and services in connection with 
the compression of cotton. Respondent maintains that these are a 
parallel to drayage absorption and that drayage absorption cannot 
be condemned without branding as unlawful the similar practices 
referred to throughout the country. Our findings herein are not to 
be understood as a condemnation of such practices nor even of dray- 
age absorptions in all cases, but are based upon the peculiar circum- 
stances of this case. 

The Miami Mineral Belt and the Northeast Oklahoma Railroads 
object to allowances being made solely for the purpose of inducing 
tonnage located adjacent to their rails to move over the rails of 
the Southwest Missouri Railroad. They contend that the considera- 
tion paid in the form of drayage absorption is solely upon the con- 
dition that the tonnage move over the rails of the Southwest Mis- 
souri Railroad, and that an allowance to a shipper either directly 
or indirectly as an inducement to ship over a certain line, however 
honest and justifiable on commercial principles, is contrary to the 
interstate commerce act. They cite Lehigh Valley R. R. Co. vs, U. S. 
243, U. S. 445, as holding that under sec. 2 of the act, payment cannot 
be made for a service not obligatory on the part of the carrier as 
a necessary part of the carriage or transportation service. They 
also cite Wight vs. United States; 167 U. S. 512, in support of the 
view that the carriers have no right to make allowances to shippers 
for any service which the carriers would not be bound to perform. 
They quote from In the Matter of Allowances for the Transfer of 
Sugar, 14 I. C. C. 619, 627, as follows: 

“The delivery of goods to a carrier and the receipt of goods 
from a carrier are duties devolving upon the shipper, for which 
the carriers can not be compelled to pay. For carriers to under- 
take to make to shippers allowances based upon the performance 
by the shippers for themselves of services which they are legally 
bound to do for themselves is for the carriers to violate the act to 
regulate commerce.” 

While as a matter of form the amounts of the tariff absorptious 
are paid to the teamster, the teamster is in fact the agent of the 
shipper and not of the carrier. The railroad to which the ore is to be 
drayed is designated by the shipper and the teamster hauls the ore 
to that railroad as directed by the shipper. The Southwest Missouri 
pays to the teamster a part of the drayage charges which the shipper ° 
would otherwise have to pay if he desired to ship by that line. 
While the Southwest Missouri volunteers to make this payment, it 
does not by the absorption tariff hold itself out to perform any 
part of the drayage service from the mine bins to its loading tracks, 
and in fact it expressly disclaims that it has possession of the ore 
or any control over it until the drayage service has been completed 
and the ore has been placed in the course of rail transportation by 
delivery to the carrier at its loading tracks, as shown by the follow- 
ing quotation from its brief: ; - 

“In the present case the interstate character of the commerce 
does not attach until it is delivered to the carrier for transporta- 
tion. The carrier does not provide any service from point of origin 
to its loading tracks. The property is in possession and control of 
the ore buyer until that time. It is not in the possession of the 
earrier, nor has the carrier any control over the property, until it 
is started in the course of interstate transportation. It is perfectly 
clear, therefore, that the Commission is without jurisdiction over 
either the teamser or the service which he performs.” 

When closely analyzed, the tariff under consideration in its 
present form is nothing more or less than a statement that out 
of its published tariff rate for rail transportation subject to our 
jurisdiction the Southwest Missouri will make to shippers at cer- 
tain mines, either directly or through the medium of payments to 
teamsters employed by and under the direction and control of those 
shippers, specified rebates varying in amount in inverse ratio with 
the accessibility of such mines to that carrier’s rails, but that shippers 
at other mines, including those nearer to as well as farther distant 
from its rails, will be required to pay the full published tariff rate 
if they tender to the Southwest Missouri at the same loading tracks 
like traffic for like transportation subject to the interstate commerce 
act. Such a practice is clearly unjustly discriminatory in violation 
of section 2 of the act which provides that no common carrier sub- 
ject to the act shall, directly or indirectly, by any special rate, re- 
bate, or other device, charge or receive from any person a greater 
or less compensation for any service rendered in the transportation 
of poperty subject to the act than it charges or receives from any 
other person for doing for him a like and contemporaneous service 
in the transportation of a like kind of property under substantially 
similar circumstances and conditions. 

The reason for not absorbing any of the drayage charges from 
mines in Zone 1, while making absorptions from mines in the other 
zones, is the competition with the other railroads, which requires 
the absorptions from Zones 2 to 4, inclusie, but does not require any 
absorption from Zone 1. Competition between carriers does not con- 
stitute such a dissimilarity of circumstances and conditions as will 
excuse what would otherwise be an unjust discrimination under sec- 
tion 2. Wright vs. United States, supra; Seaboard Air Line Railway 
Company vs. United States, 254 U. S. 57. 

We find that the tariff described in this report provides for 
the application of more than one rate, and for unjustly discriminatory 
rates, to the transportation of a particular class of traffic from one 
point of origin to certain points of destination, in violation of sec- 
tions 2 and 6 of the interstate commerce act. An order requiring can- 
cellation of the tariff will therefore be entered, and the proceeding 
discontinued. 


Commissioner McManamy wrote a dissent, in which Com- 
missioner Campbell concurred, pointedly criticizing what he 
called the fundamental infirmity in the opinion of the majority. 
The legal conclusion, no matter how phrased, he said, was, that 
“while as a matter of form the amounts of the tariff absorptions 
are paid to the teamster, the teamster is in fact the agent of 
the shipper and not of the carrier.” The shipper, therefore, 
is deemed to receive, out of the tariff rate published for appli- 
cation only to transportation over respondent’s railroad, refunds 
in different amounts, according to the locations of the mines, in 
contravention of sections 2 and 6. Mr. McManamy deemed that 
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a serious infirmity in view of the fact that the teamsters oper- 
ated independently, holding themselves out to perform, as Car- 
riers for hire, at stipulated rates, or charges, as transportation 
service by dray or truck, for all who might desire it. The re- 
lations -between the shipper and teamster, he said, were not 
those between principal and agent. He said that while the 
teamster was hauling, the property was in the control of the 
teamster, and in that respect the relations between the shipper 
and the teamster were the same as between a shipper and a 
common carrier by railroad. 

A further and equally serious infirmity, he said, inhered in 
the view taken of the application of the respondent’s published 
rates. He said they were published to cover, primarily, the trans- 
portation over the respondent’s railroad, but that the tariff provi- 
sions did not stop there. By virtue of the absorption provisions 
the rates pro tanto, he said, had been extended to points beyond 
the reach of respondent’s rails. The American Railway Express 
Company, he said, did the same thing in publishing pick-up and 
delivery rates. He said that if the majority opinion was to be 
taken literally, it would, in practical effect, foreclose a ralroad’s 


utilization of supplemental services. In part, Mr. McManamy 
said: 


Another and more striking illustration may be found in the 
practice of the east-side carriers reaching the St. Louis-East St. 
Louis district, first considered in St. Louis Terminal Case, 34 I. C. C. 
453, and later approved by us, subject to compliance with certain 
tariff requirements, in Tariffs Embracing Motor-Truck or Wagon 
Transfer Service, 91 I. C. C. 539. The terminals of the east-side 
lines are in East St. Louis, but the same basis of rates applies to 
both cities. The east-side carriers have joint use of the facilities 
of the St. Louis Terminal Railroad on the west bank, but to relieve 
congestion at those terminals and yet to permit delivery of traffic 
in St. Louis they employed certain transfer companies to transport 
the freight across the river by truck to so-called off-track stations 
and constructive stations in St. Louis. The charges of the transfer 
companies to and from the off-track stations were paid by the 
east-side carriers. The constructive stations were merely designated 
points to mark the limit of the rail carrier’s service in instances 
where the freight was delivered to or received from the store door 
of the shipper. The east-side carriers absorbed the charges of the 
transfer company for draying between the constructive station and 
their terminals in East St. Louis, and the shippers paid the charges 
for drayage between the store door and the constructive station. 
The rail rate was the same to shippers in St. -Louis and in East 
St. Louis. Out of that'rate the east-side carriers absorbed a drayage 
charge on traffic to or from St. Louis, but made no such absorption 
on East St. Louis traffic. It is evident that, to the extent the dray- 
age absorptions reduced the net amount received by the east-side 
carriers on St. Louis traffic, there was just as much a_charging 
of different rates and just as much a departure from the published 
tariff rates as there is here. I can imagine no more exact parallel 
than exists between the approved practice in the St. Louis-East St. 
Louis district and that which the majority here condemn. 


The majority’s characterization of the absorptions as ‘‘rebates’’ 
seems to me to go far afield in any view. They are openly pub- 
lished and available to all shippers in the same situation. If they 
are “rebates’”’ in fact and in law, we shall be derelict in our duty 
if we do not take prompt and appropriate steps looking to the prose- 
cution of the respondent for an offense the most flagrant known to 


the interstate commerce act. I doubt that the majority would re- 
gard them in that light. , 


Considered as constituting terminal limits, the circular area em- 
braced by the four zones, only three and one-half miles in diameter 
and extending radially only one and three-quarter miles from the 

_end of respondent’s rails, certainly can not be regarded as going 
beyond reasonable bounds. The area is diminutive in comparison 
with the Chicago switching district, the lighterage district of New 
York harbor, individually embracing areas in more than one state, and 
other ,extensive terminals which in one way or another have often 
come to our attention. In Tariffs Embracing Motor-Truck or Wagon 
Transfer Service, supra, and other cases, we have recognized a 
terminal wagon service as lawful and within our jurisdiction. What 
is fundamentally wrong with respondent’s action in this case? I 


know of no provision of the act that forbids such a service ex- 
tension. 


TRANSIT ON BACK-HAUL GRAIN 


The Commission, by division 3, in I. and S. No. 2623, transit 
privileges on grain at Denver (mimeographed), has found not 
justified the proposed cancellation of transit arrangements at 
Denver, on grain and grain products delivered to the Burlington, 
by other carriers at Missouri River points and destined to 
California and other western states. It has ordered the sus- 
pended schedules canceled and discontinued the proceedihg, with 
a suggestion, however, that the Burlington, by other methods, 
may accomplish the end in view, namely, that of quitting a 
service for practically nothing, by increasing the charges. 

The primary question involved is akin to that involved in 
a number of “loop” transportation cases pertaining to grain 
and grain products, and about one phase of which Senator 
Curtis, of Kansas, instituted formal inquiry by the Senate com- 
mittee on interstate commerce by means of a resolution direct- 
ing that committee to investigate the refusal of the Commission 
to suspend items in a Santa Fe tariff establishing such “loop” 
transportation. 

In this case the Burlington tried to get rid of its duty, un- 
der existing tariffs, of allowing transit at Danver, on coarse 
grain, from group G stations, mainly in western Nebraska, which 
had already had transit at Missouri River points en route to 
California. Missouri River points and Denver protested and 
procured the suspension of the cancellation item, That item 
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sought to withdraw the transit privilege at Denver from graiy 
and products originating on connecting lines, particularly. 
Nebraska, to destinations in California and other western state; 
when such traffic was received by the Burlington at Missoyj 
River junctions. The item reads, “Will not apply in connectig 
with commodities that have had a previous transit at the Mig 
souri River.” In deciding the case the Commission said: 


Our attention is directed to the situation which would result 
from the proposed schedules at such competitive points of origin ag 
Laurel, Neb. If a shipment of coarse grain should move under the 
proposed schedules from that point to Sioux City over the Chicago 
St. Paul, Minneapolis & Omaha, transit would not be permitted }y 
respondent at Sioux City and also at Denver, but if the shipment 
moved over respondent’s line from Laurel to Sioux City the two 
transit arrangements Would be allowed. Furthermore, protestanty 
witnesses testify that there are numerous other similar competitiye 
points in interior Nebraska as well as numerous points throughont 
the entire state which are subject to cross-country competition. Cop. 
sequently it is urged that the proposed schedules ‘‘would not promote 
the freedom of movement at the lowest possible lawful rates com. 
patible with the maintenance of adequate transportation service ag 


contemplated under the Hoch-Smith resolution recently enacted by Michigar 
the congress.” ; ations !} 
The grain interests at Omaha, Council Bluffs and Sioux City other * 
contend that the proposed schedules would deprive them of valuable to exis 
customers at Denver, and Denver interests urge that they woul within 
be deprived of the privilege of purchasing grain in large quantities the Pap 
for future shipments to the Pacific coast because of the uncertainty for the 
of the origins of the grain and the transit permitted. The proposed points | 
schedules: do not contemplate the withdrawal of the double transit within 
arrangement on grain which originates on respondent’s line, and part it 
although that tonnage could still be handled through Denver under roe: 
such transit arrangements, it is urged that a premium might be Co! 
required on such grain because of the absence of this transit re- ” 
striction. Protestants insist that the Missouri River terminals as things, 
well as the interior Nebraska grain markets have enjoyed the. pres- nationé 
ent transit arrangements for many years and that curtailment of igsiOl 
transit at this time would seriously affect their interests. miss 


Respondent makes it clear that it seeks only to alleviate some- 
what a situation in which it finds itself in the unenviable position Wl 
of performing a substantial transportation service for less than noth- 


ing. But it does not make clear that it is using the appropriate ont 
method for relief. The situation might be corrected to some extent Aga 
either by charging a higher transportation rate on traffic from group pa ti 
G moving to the Pacific coast via group F junctions, or by the es- we 
tablishment of a reasonable charge for the transit service at Den- a’ 
ver. Either method would be preferable to the proposed disruption ag b 
of a practice which has been in effect for many years and which ba aa 


appears to be a commercial necessity if the markets at the Missouri tag 
River and at Denver are to continue in existence in this present 


degree of prosperity. It may also be that there is something in- +4 Se 
herently wrong in the practice under which the inbound carrier to tion ¢ 
the Missouri River markets retains its full local rate on shipments Canac 
which are forwarded later from those markets on the basis of the visior 
joint rates from points of origin to ultimate destinations. The prohi 
record affords no convincing reasons why the revenue on traffic ac- unles 
corded a through status by virtue of transit arrangements should But } 
not be divided in the same way as that on through traffic which moves sonak 
without interruption. In any event, situations of this character should whol 
be met by provisions for increasing revenues to a reasonable level for 
existing services rather than by curtailment of such services. 
We find that the proposed schedules have not been justified. An 
order will be entered requiring their cancellation and the discon- 
tinuance of the proceeding. 
afte: 
trail 
CANADIAN RATES QUESTIONS pan: 
In a report, written by Commissioner Lewis, on No. 15916, Pau 
Spanish River Pulp and Paper Mills, Ltd., et al. vs. Ahnapee It h 
& Western et al., mimeographed, the Commission by division scr 
1 found that joint rates on newsprint paper, in carloads, from wit 
Espanola, Ont., to destinations in Wisconsin, Minnesota, IIli- 
nois, Missouri and Iowa and to Omaha, Neb., is so far as the aft 
transportation took place within the United States, unreason- tra 
able and unduly prejudicial to the extent they exceeded or tio 
might exceed, by more than 4 cents the rates contemporaneously No 
applicable from Ste. Marie, Ont. to the same destinations. an 
The order, limited so as to apply only to the carriers and tic 
transportation subject to the Commission’s jurisdiction, re- an 


quires the carriers, not later than August 25, to establish the 
origin relationship mentioned, from the two points in Ontario 
to the destinations in the United States enumerated. The Com- 


mission said there was no evidence of unjust discrimination in A 
violation of the second section. 


fc 

The big question in the case was as to the jurisdiction of ‘ 

the Commission. It decided that issue in accordance with c 

International Nickel Co. vs. Director-General, 66 I. C. C. 627. c 

In discussing that phase of the subject Mr. Lewis said: u 
All defendants filed general denials in answer to the allega- 


tions of the complaint, but the answer of the Canadian Pacific 
further denies that it is subject to the interstate commerce act 
in so far as the transportation over its lines takes place with- 
out the United States. At the opening of the hearing the de- 
fendants in the United States, hereinafter called defendants, 
moved, to dismiss the complaint on the ground that we have no 
jurisdiction to pass upon the rates assailed. since they apply in 
part to.transportation without the territorial boundaries of the 
United States. The motion was denied, defendants 


; a a? <4 


noted an 
exception. and evidence was introduced by complainants and 
several interveners. At the conclusion of complainants’ evi- 


dence defendants renewed the motion, and introduced no evi- 
dence. The defendants in Canada were represented, but intro- 
duced no evidence. Their representative stated during the course 
of the hearing that they would not comply with an order of this 
commission disturbing the present adjustment or rates on news- 
print paper from Canadian points to points in the United States. 

In numerous cases we have considered the question of our 
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risdiction over joint rates from or to adjacent foreign coun- 
Fries to or from points in the. United States. Defendants refer 
mack Horse Tobacco Co. v. I. C. R. R. Co. 17 LC. C. 588; 
omboldt S. S. Co. v. White Pass & Yukon Route, 25 IC. C. 
136; Rates on Soda Ash and Other Commodities, 28 I. C. 613; 
international Paper Co. v. D. & H. Co., 33 I. C. C. 270, and others, 
in which we said that we have no jurisdiction to prescribe such 
mates for the future or to control the charges that carriers in 
najacent foreign countries may make for transportation services 
4 those countries, but can deal only with the carriers and trans- 
portation within the confines of the United States. We are not 
Pore asked to prescribe joint rates for the future or to control 
the charges of the Canadian lines for services in Canada. Com- 
plainants ask only that we inquire into existing joint rates and 
rescribe the limits of rates in which the carriers under our 
jurisdiction may participate in so far as the transportation takes 
place Within the United States. 

In International Nickel Co. v. Director General, 66 I. C. C. 
27, and later cases which follow that decision, we considered 
joint rates from Canada to the United States as a whole, found 
them unreasonable, and awarded reparation against the defend- 
ant carriers in the United States, or the Director General of 
Railroads, for the full amount of the damages sustained. In the 
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Superior case we prescribed for the future certain differ- 
ential relationships between the rates _ on newsprint paper from 
the Soo, on the one hand, and from Minnesota, Wisconsin, and 
Michigan groups or producing points, on the other, to destin- 
ations in Wisconsin, Illinois, Minnesota, Iowa, Missouri, and 
other States to remove the undue prejudice and preference found 
to exist. The finding and order were limited to transportation 
within the United States. That case was further considered in 
the Paper Case. As stated, in the latter case we prescribed rates 
for the future on newsprint paper from points in Canada to 
points in the United States for that portion of the transportation 
within the United States. The same powers exercised in the 
cases mentioned are invoked by complainants to accord similar 
relief in the instant case. 


Commissioner Woodlock dissented, because, among other 
things, the judicial review invited by the decision in the Inter- 
national Nickel case had never been had. He said the Com- 
mission should have dismissed the case. In part he said: 


What the complainant sought to bring in issue were the 
joint rates as undivided entities, and the decision of the majority 
is tantamount to a condemnation of those entities. Furthermore, 
this condemnation takes the form of fixing a maximum dif- 
ferential between rates from two points both in Canadian ter- 
ritory, which will cover that portion of the aggregate transport- 
ation which takes place wholly within the Dominion of Canada, 
viz, between Espanola and Sault Ste. Marie.*** 

Admittedly, we are without power to prescribe and enforce 
rates on traffic moving to the Dominion of Canada. We have 
no jurisdiction whatever over such rates. It is incomprehensible 
to me that our* judgment or opinion can go where our jurisdic- 
tion can not follow. We can deal with rates to and from the 
Canadian border. We can deal with the American carrier’s di- 
vision of joint rates with Canadian lines, at least in so far as to 
prohibit the American carrier from participating in such rates 
unless they yield what in our judgment is a proper division. 
But how we can assume to say what is and what is not a rea- 
sonable rate or relation of rates for the movement of traffic 
wholly in Canadian territory passes my understanding. 


AUTOMATIC TRAIN CONTROL 


The Commission, by division 1, in No. 13413, sub-No. 16, 
after inspection and test, has found the installation of automatic 
train control devices made by the Union Switch & Signal Com- 
pany on the River division of the Chicago, Milwaukee & St. 
Paul to meet the requirements of its specifications and orders. 
It has therefore approved the installation, conditionally, and pre- 
scribed requirements in respect of apparatus and operations 
with which the carrier is expected to comply. 

The Commission, by division 1, in No. 13413, sub-No. 17, 
after inspection and test, has found the installation of automatic 
train control devices of the Sprague Control & Signal Corpora- 
tion on the first subdivision of the Yellowstone division of the 
Northern Pacific to meet the requirements of its specifications 
and orders. It has therefore approved the installation, condi- 
tionally, and prescribed requirements in respect of apparatus 
and operations with which the carrier is expected to comply. 


BRICK CASE DISMISSED 


The Commission, by division 3, has dismissed No. 16573, 
Alumina Shale Brick Company et al. vs. Baltimore & Ohio and 
fourth section application No. 12169, mimeographed, finding that 
rates on brick and other articles in the uniform brick list, in 
carloads, from the Johnsonburg, Pa., group to Atlantic seaboard 
cities and points taking the same rates are not unreasonable or 
unduly prejudicial. 

In fourth section order No. 9335, based on the application of 
the Buffalo, Rochester & Pittsburgh and its connections, the 
Commission authorized the carriers to maintain rates on the 
articles considered, over routes not more than 50 per cent cir- 
cuitous, without regard to the long and short haul part of the 
fourth section, but subject to the equi-distant rule and the rule 
about combinations of intermediates. 


PAPER RATES TO WASHINGTON 


_ in areport written by Commissioner Woodlock, in No. 16849, 
New England Paper & Pulp Traffic Agsociation et al. vs. Maine 
Central et al., mimeographed, the Commission, by division 1, has 
found rates on printing and wrapping paper, in carloads, from 
Points in New England, to Washington, D. C., unreasonable to 
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the extent they exceed the rates to Baltimore by more than 2 
cents. It has awarded reparation to that basis and ordered the 
carriers to establish new rates not later than August 25. 

The complaint also alleged unreasonableness of rates to 
Baltimore. The Commission, however, found the rates to that 
city not unreasonable or otherwise unlawful. 


GREEN SALTED HIDE RATES 


The Commission, by division 1, in No. 16480, John S. Robin- 
son, doing business as the Norfolk Hide and Metal Company vs. 
Atchison, Topeka & Santa Fe et al., mimeographed, found the 
rates on green or green salted hides, pelts, skins, grease and 
tallow, in straight or mixed carloads, from Norfolk, Neb., to 
Chicago, and points taking the same rates, unreasonable to the 
extent they exceeded 48.5 cents and awarded reparation to that 
basis. It ordered the rate of 48.5 cents to be established not 
later than August 25. The complaint alleged the rates on ship- 
ments since July 1, 1922, were and would be unjust, unreason- 
able, and, as compared with actually or relatively lower rates 
accorded other points in Kansas, Nebraska, Iowa, Minnesota and 
the Dakotas, unduly prejudicial to the complainant and unduly 
preferential of those other points and competitors located 
thereat. 

In Robinson vs. C. & N. W., 74 I. C. C. 482, decided in 1922, 
the report said, division 3 found the rates not unreasonable or 
unduly prejudicial. It said the record in that case was not as 
fully developed as in this one. After the decision in that case 
it said the carriers voluntarily reduced the rate from 62 to 53 
cents. 

Commissioner Woodlock, dissenting, said he could not agree 
to an award of reparation on shipments moving prior to the date 
of the complaint on rates found not unreasonable by division 3, 
in the earlier case. 


INAPPLICABLE RATE CHARGED 


The Commission, by division 4, in No. 17372, Algoma Lumber 
Company vs. Director-General, mimeographed, has found the 
rate charged on a less-than-carload shipment of malleable link 
belting from Indianapolis, Ind., to Algoma, Ore., in December, 
1919, inapplicable and awarded reparation down to the applic- 
able rate of $2.065. It found the applicable rate not unreason- 
able. A rate of $2.69 was charged. 


AWARD OF REPARATION ON ALFALFA 


A finding of unreasonableness and an award of reparation 
have been made in No. 16952, J. G. Peppard Seed Co., vs. Atchi- 
son, Topeka & Santa Fe et al., mimeographed, as to a rate of 
$1.175 on alfalfa seed, in carloads, from Clayton, N. M., to Kan- 
sas City, in November, 1922. The Commission, by division 4, 
found the rate unreasonable to the extent it exceeded 69 cents. 
the Commission said no necessity appeared for a joint com- 
modity rate over the route of movement. It said no other move- 
ment of alfalfa seed was shown to have been made over the 
route of this shipment. 


CLAIM CAME TOO LATE 


The Commission, by division 4, has dismissed No. 16862, 
Henry A. Mason vs. Montpelier & Wells River et al., mimeo- 
graphed, finding that a claim for reparation on a shipment of 
dressed granite from South Ryegate, Vt., to Columbus, O., made 
in 1921, was barred because the complaint was not filed within 
two years from the date of the accrual of the cause of action. 


OIL RATES AND REPARATION 


A finding of unreasonableness as to the past rate, but with- 
out disturbance for the present rate, and an award of reparation 
have been made in No. 15222, National Oil Co. vs. Seaboard Air 
line et al. (mimeographed). The Commission, by division 3, 
found a rate of 72 cents from Brunswick, Ga., to Richmond, 
Va., unreasonable to the extent it exceeded a rate of 47 cents 
prior to October 12, 1922. The reparation is to be to that basis. 
On the day mentioned the carriers established a rate of 47 
cents. The complaint attacked both rates, but the complain- 
ant, the report said, was more interested in reparation than in 
a rate for the future. The complainant contended that it was 
the duty of the defendants to “protect” a combination of 42 
cents over a route over which they did not move the traffic. 
The report said the carriers contended that that was a de- 
pressed rate. The shipments were not routed. The carriers 
reduced the rate to 47 cents as soon as they could after request 
for a better rate was made, and expressed willingness to refund 
to that basis of the subsequently reduced rate on all shipments 
moving prior to that day. The Commission found the 47-cent 
rate in effect since October 12, 1922, not unreasonable. 


CLAIMS WERE DEAD WHEN FILED 
The Commission, by division 3, has dismissed No. 16519, 
Maloney Tank Manufacturing Co. vs. Baltimore & Ohio et al. 
(mimeographed), finding the claims on carload shipments of 
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a serious infirmity in view of the fact that the teamsters oper- 
ated independently, holding themselves out to perform, as Car- 
riers for hire, at stipulated rates, or charges, as transportation 
service by dray or truck, for all who might desire it. The re- 
lations between the shipper and teamster, he said, were not 
those between principal and agent. He said that while the 
teamster was hauling, the property was in the control of the 
teamster, and in that respect the relations between the shipper 
and the teamster were the same as between a shipper and a 
common carrier by railroad. 

A further and equally serious infirmity, he said, inhered in 
the view taken of the application of the respondent’s published 
rates. He said they were published to cover, primarily, the trans- 
portation over the respondent’s railroad, but that the tariff provi- 
sions did not stop there. By virtue of the absorption provisions 
the rates pro tanto, he said, had been extended to points beyond 
the reach of respondent’s rails. The American Railway Express 
Company, he said, did the same thing in publishing pick-up and 
delivery rates. He said that if the majority opinion was to be 
taken literally, it would, in practical effect, foreclose a ralroad’s 
utilization of supplemental services. In part, Mr. McManamy 
said: 


Another and more striking illustration be found in the 
practice of the east-side carriers reaching the St. Louis-East St. 
Louis district, first considered in St. Louis Terminal Case, 34 I. C. C. 
453, and later approved by us, subject to compliance with certain 
tariff requirements, in Tariffs Embracing Motor-Truck or Wagon 
Transfer Service, 91 I. C. C. 539. The terminals of the east-side 
lines are in East St. Louis, but the same basis of rates applies to 
both cities. The east-side carriers have joint use of the facilities 
of the St. Louis Terminal Railroad on the west bank, but to relieve 
congestion at those terminals and yet to permit delivery of traffic 
in St. Louis they employed certain transfer companies to transport 
the freight across the river by truck to so-called off-track stations 
and constructive stations in St. Louis. The charges of the transfer 
companies to and from the off-track stations were paid by the 
east-side carriers. The constructive stations were merely designated 
points to mark the limit of the rail carrier’s service in instances 
where the freight was delivered to or received from the store door 
of the shipper. The east-side carriers absorbed the charges of the 
transfer company for draying between the constructive station and 
their terminals in East St. Louis, and the shippers paid the charges 
for drayage between the store door and the constructive station. 
The rail rate was the same to shippers in St. -Louis and in East 
St. Louis. Out of that'rate the east-side carriers absorbed a drayage 
charge on traffic to or from St. Louis, but made no such absorption 
on East St. Louis traffic. It is evident that, to the extent the dray- 
age absorptions reduced the net amount received by the east-side 
carriers on St. Louis traffic, there was just as much a_charging 
of different rates and just as much a departure from the published 
tariff rates as there is here. I can imagine no more exact parallel 
than exists between the approved practice in the St. Louis-East St. 
Louis district and that which the majority here condemn. 


The majority’s characterization of the absorptions as “rebates’”’ 
seems to me to go far afield in any view. They are openly pub- 
lished and available to all shippers in the same situation. If they 
are “rebates’’ in fact and in law, we shall be derelict in our duty 
if we do not take prompt and appropriate steps looking to the prose- 
cution of the respondent for an offense the most flagrant known to 


the interstate commerce act. I doubt that the majority would re- 
gard them in that light. 


Considered as constituting terminal limits, the circular area em- 
braced by the four zones, only three and one-half miles in diameter 
and extending radially only one and three-quarter miles from the 
end of respondent’s rails, certainly can not be regarded as going 
beyond reasonable bounds. The area is diminutive in comparison 
with the Chicago switching district, the lighterage district of New 
York harbor, individually embracing areas in more than one state, and 
other extensive terminals which in one way or another have often 
come to our attention. In Tariffs Embracing Motor-Truck or Wagon 
Transfer Service, supra, and other cases, we have recognized a 
terminal wagon service as lawful and within our jurisdiction. What 
is fundamentally wrong with respondent’s action in this case? I 


know of no provision of the act that forbids such a service ex- 
tension. 


TRANSIT ON BACK-HAUL GRAIN 


The Commission, by division 3, in I. and S. No. 2623, transit 
privileges on grain at Denver (mimeographed), has found not 
justified the proposed cancellation of transit arrangements at 
Denver, on grain and grain products delivered to the Burlington, 
by other carriers at Missouri River points and destined to 
California and other western states. It has ordered the sus- 
pended schedules canceled and discontinued the proceeding, with 
a suggestion, however, that the Burlington, by other methods, 
may accomplish the end in view, namely, that of quitting a 
service for practically nothing, by increasing the charges. 

The primary question involved is akin to that involved in 
a number of “loop” transportation cases pertaining to grain 
and grain products, and about one phase of which Senator 
Curtis, of Kansas, instituted formal inquiry by the Senate com- 
mittee on interstate commerce by means of a resolution direct- 
ing that committee to investigate the refusal of the Commission 
to suspend items in a Santa Fe tariff establishing such “loop” 
transportation. 

In this case the Burlington tried to get rid of its duty, un- 
der existing tariffs, of allowing transit at Danver, on coarse 
grain, from group G stations, mainly in western Nebraska, which 
had already had transit at Missouri River points en route to 
California. Missouri River points and Denver protested and 
procured the suspension of the cancellation item. That item 


may 
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sought to withdraw the transit privilege at Denver from gry; 
and products originating on connecting lines, particularly. jy jymboldt Ss. 
Nebraska, to destinations in California and other western state Iam: tonal 
when such traffic was received by the Burlington at Missoyy gampmene 
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souri River.” In deciding the case the Commission said: io tion wi 
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Our attention is directed to the situation which would regy ee charges 
from the proposed schedules at such competitive points of origin a . 
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Laurel, Neb. If a shipment of coarse grain should move under the 
proposed schedules from that point to Sioux City over the Chie 0, 
St. Paul, Minneapolis & Omaha, transit would not be permitted by 
respondent at Sioux City and also at Denver, but if the shipmen 
moved over respondent’s line from Laurel to Sioux City the ty 
transit arrangements Would be allowed. Furthermore, protestanty 
witnesses testify that there are numerous other similar competitiy, 
points in interior Nebraska as well as numerous points throughoy 
the entire state which are subject to cross-country competition. (Cop. 
sequently it is urged that the proposed schedules ‘‘would not promote 
the freedom of movement at the lowest possible lawful rates eom. 
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contemplated under the Hoch-Smith resolution recently enacted by Michigan | 


the congress.” 
The grain interests at Omaha, Council Bluffs and Sioux Gity other Stat 


contend that the proposed schedules would deprive them of valuable to exis 
customers at Denver, and Denver interests urge that they woul within the 
be deprived of the privilege of purchasing grain in large quantities the hah 
for future shipments to the Pacific coast because of the uncertainty for me 
of the origins of the grain and the transit permitted. The proposed oints mh 
schedules: do not contemplate the withdrawal of the double transit within er 
arrangement on grain which originates on respondent’s line, and case® ay 
although that tonnage could still be handled through Denver under relief In 
such transit arrangements, it is urged that a premium might be Comr 
required on such grain because of the absence of this transit re. a4 
striction. Protestants insist that the Missouri River terminals as things, tt 
well as the interior Nebraska grain markets have enjoyed the pres. national 
ent transit arrangements for many years and that curtailment of ‘ocion | 
transit at this time would seriously affect their interests. mission 
Respondent makes it clear that it seeks only to alleviate some- 

what a situation in which it finds itself in the unenviable position hat 
of performing a substantial transportation service for less than noth- ” Ww “s 
ing. But it does not make clear that it is using the appropriate joint ~ 
method for relief. The situation might be corrected to some extent is tan on 
either by charging a higher transportation rate on traffic from group this fial 
G moving to the Pacific coast via group F junctions, or by the es- feren Pt 
tablishment of a reasonable charge for the transit service at Den- a wi 
ver. Either method would be preferable to the proposed disruption = bet 
of a practice which has been in effect for many years and which va ae 
appears to be a commercial necessity if the markets at the Missouri ates oO! 
River and at Denver are to continue in existence in this present jos juris 
degree of prosperity. It may also be that there is something in- to me t 
herently wrong in the practice under which the inbound carrier to tion cal 
the Missouri River markets retains its full local rate on shipments Canadia 
which are forwarded later from those markets on the basis of the vision ¢ 
joint rates from points of origin to ultimate destinations. The prohibit 
record affords no convincing reasons why the revenue on traffic ac- unless 
corded a through status by virtue of transit arrangements should But ho 
not be divided in the same way as that on through traffic which moves sonable 
without interruption. In any event, situations of this character should wholly 


be met by provisions for increasing revenues to a reasonable level for 
existing services rather than by curtailment of such services. 

We find that the proposed schedules have not been justified. An 
order will be entered requiring their cancellation and the discon- Tv} 
tinuance of the proceeding. 


after i 

train | 

CANADIAN RATES QUESTIONS der 

In a report, written by Commissioner Lewis, on No. 15916, Paul ' 
Spanish River Pulp and Paper Mills, Ltd., et al. vs. Ahnapee It has 
& Western et al., mimeographed, the Commission by division scribe 
1 found that joint rates on newsprint paper, in carloads, from with | 


Espanola, Ont., to destinations in Wisconsin, Minnesota, Illi- T 


nois, Missouri and Iowa and to Omaha, Neb., is so far as the after 
transportation took place within the United States, unreason- train 
able and unduly prejudicial to the extent they exceeded or tion 
might exceed, by more than 4 cents the rates contemporaneously Nort 
applicable from Ste. Marie, Ont. to the same destinations. and 
The order, limited so as to apply only to the carriers and tone 
transportation subject to the Commission’s jurisdiction, re and 
quires the carriers, not later than August 25, to establish the 
origin relationship mentioned, from the two points in Ontario 
to the destinations in the United States enumerated. The Com- 
mission said there was no evidence of unjust discrimination in Alw 
violation of the second section. fow 
The big question in the case was as to the jurisdiction of rate 
the Commission. It decided that issue in accordance with car 
International Nickel Co. vs. Director-General, 66 I. C. C. 627. citi 
In discussing that phase of the subject Mr. Lewis said: unt 
All defendants filed general denials in answer to the allega- the 
tions of the complaint, but the answer of the Canadian Pacific Co 
further denies that it is subject to the interstate commerce act pe 
in so far as the transportation over its lines takes place with- 
out the United States. At the opening of the hearing the de- cu 
fendants in the United States, hereinafter called defendants, fo 
moved, to dismiss the complaint on the ground that we have no ab 
jurisdiction to pass upon the rates assailed. since they apply in 
part to. transportation without the territorial boundaries of the 
United States. The motion was denied, defendants noted an 
exception. and evidence was introduced by complainants and 
several interveners. At the conclusion of complainants’ evi- . 
dence defendants renewed the motion, and introduced no evi- N 
dence. The defendants in Canada were represented, but intro- C 
duced no evidence. Their representative stated during the course fe 
of the hearing that they would not comply with an order of this 
commission disturbing the present adjustment or rates on news- D 


print paper from Canadian points to points in the United States. 
In numerous cases we have considered the question of our 
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over joint rates from or to adjacent foreign coun- 
ig to or from points in the. United States, Defendants refer 
fies tek Horse Tobacco Co. v. I. C. R. R. Co, 17 LC. C. 588; 
f mboldt S. S. Co. v. White Pass & Yukon Route, 25 IC. C. 
Ms: Rates on Soda Ash and Other Commodities, 28 I. C. 613; 
ternational Paper Co. v. D. & H. Co., 33 I. C. C, 270, and others, 
pewhich We said that we have no jurisdiction to prescribe such 
ates for the future or to control the charges that carriers in 
fjacent foreign countries may make for transportation services 
" “those countries, but can deal only with the carriers and trans- 
portation within the confines of the United States. We are not 
ee asked to prescribe joint rates for the future or to control 
the charges of the Canadian lines for services in Canada. Com- 
Jainants ask only that we inquire into existing joint rates and 
Pescribe the limits of rates in which the carriers under our 
yrisdiction may participate in so far as the transportation takes 
ice within the United States. 

P In International Nickel Co. v. Director General, 66 I. C. C. 
s27, and later cases which follow that decision, we considered 
int rates from Canada to the United States as a whole, found 
them unreasonable, and awarded reparation against the defend- 
ant carriers in the United States, or the Director General of 
Railroads, for the full amount of the damages sustained. In the 
ke Superior case we prescribed for the future certain differ- 
ential relationships between the rates_on newsprint paper from 
the Soo, on the one hand, and from Minnesota, Wisconsin, and 
Michigan groups or producing points, on the other, to destin- 
ations in Wisconsin, Illinois, Minnesota, Iowa, Missouri, and 
other States to remove the undue prejudice and preference found 
to exist. The finding and order were limited to transportation 
within the United States. That case was further considered in 
the Paper Case. As stated, in the latter case we prescribed rates 
for the future on newsprint paper from points in Canada to 
points in the United States for that portion of the transportation 
within the United States. The same powers exercised in the 
cases mentioned are invoked by complainants to accord similar 
relief in the instant case. 


prisdiction 

























Commissioner Woodlock dissented, because, among other 
things, the judicial review invited by the decision in the Inter- 
national Nickel case had never been had. He said the Com- 
mission should have dismissed the case. In part he said: 


What the complainant sought to bring in issue were the 
joint rates as undivided entities, and the decision of the majority 
is tantamount to a condemnation of those entities. Furthermore, 
this condemnation takes the form of fixing a maximum dif- 
ferential between rates from two points both in Canadian ter- 
ritory, which will cover that portion of the aggregate transport- 
ation which takes place wholly within the Dominion of Canada, 
viz, between Espanola and Sault Ste. Marie.*** 

Admittedly, we are without power to prescribe and enforce 
rates on traffic moving to the Dominion of Canada. We have 
no jurisdiction whatever over such rates. It is incomprehensible 
tome that our* judgment or opinion can go where our jurisdic- 
tion can not follow. We can deal with rates to and from the 
Canadian border. We can deal with the American carrier’s di- 
vision of joint rates with Canadian lines, at least in so far as to 
prohibit the American carrier from participating in such rates 
unless they yield what in our judgment is a proper division. 
But how we can assume to say what is and what is not a rea- 
sonable rate or relation of rates for the movement of traffic 
wholly in Canadian territory passes my understanding. 


AUTOMATIC TRAIN CONTROL 


The Commission, by division 1, in No. 13413, sub-No. 16, 
after inspection and test, has found the installation of automatic 
train control devices made by the Union Switch & Signal Com- 
pany on the River division of the Chicago, Milwaukee & St. 
Paul to meet the requirements of its specifications and orders. 
It has therefore approved the installation, conditionally, and pre- 
scribed requirements in respect of apparatus and operations 
with which the carrier is expected to comply. 

The Commission, by division 1, in No. 13413, sub-No. 17, 
after inspection and test, has found the installation of automatic 
train control devices of the Sprague Control & Signal Corpora- 
tion on the first subdivision of the Yellowstone division of the 
Northern Pacific to meet the requirements of its specifications 
and orders. It has therefore approved the installation, condi- 
tionally, and prescribed requirements in respect of apparatus 
and operations with which the carrier is expected to comply. 


BRICK CASE DISMISSED 


The Commission, by division 3, has dismissed No. 16573, 
Alumina Shale Brick Company et al. vs. Baltimore & Ohio and 
fourth section application No. 12169, mimeographed, finding that 
rates on brick and other articles in the uniform brick list, in 
carloads, from the Johnsonburg, Pa., group to Atlantic seaboard 
cities and points taking the same rates are not unreasonable or 
unduly prejudicial. 

In fourth section order No. 9335, based on the application of 
the Buffalo, Rochester & Pittsburgh and its connections, the 
Commission authorized the carriers to maintain rates on the 
articles considered, over routes not more than 50 per cent cir- 
cuitous, without regard to the long and short haul part of the 
fourth section, but subject to the equi-distant rule and the rule 
about combinations of intermediates. 


PAPER RATES TO WASHINGTON 
; In a report written by Commissioner Woodlock, in No. 16849, 
New England Paper & Pulp Traffic Agsociation et al. vs. Maine 
Central et al., mimeographed, the Commission, by division 1, has 
found rates on printing and wrapping paper, in carloads, from 
points ia New England, to Washington, D, C., unreasonable to 
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the extent they exceed the rates to Baltimore by more than 2 
cents. It has awarded reparation to that basis and ordered the 
carriers to establish new rates not later than August 25. 

The complaint also alleged unreasonableness of rates to 
Baltimore. The Commission, however, found the rates to that 
city not unreasonable or otherwise unlawful. 


GREEN SALTED HIDE RATES 


The Commission, by division 1, in No. 16480, John S. Robin- 
son, doing business as the Norfolk Hide and Metal Company vs. 
Atchison, Topeka & Santa Fe et al., mimeographed, found the 
rates on green or green salted hides, pelts, skins, grease and 
tallow, in straight or mixed carloads, from Norfolk, Neb., to 
Chicago, and points taking the same rates, unreasonable to the 
extent they exceeded 48.5 cents and awarded reparation to that 
basis. It ordered the rate of 48.5 cents to be established not 
later than August 25. The complaint alleged the rates on ship- 
ments since July 1, 1922, were and would be unjust, unreason- 
able, and, as compared with actually or relatively lower rates 
accorded other points in Kansas, Nebraska, Iowa, Minnesota and 
the Dakotas, unduly prejudicial to the complainant and unduly 
preferential of those other points and competitors located 
thereat. 

In Robinson vs. C. & N. W., 74 I. C. C. 482, decided in 1922, 
the report said, division 3 found the rates not unreasonable or 
unduly prejudicial. It said the record in that case was not as 
fully developed as in this one. After the decision in that case 
it said the carriers voluntarily reduced the rate from 62 to 53 
cents. 

Commissioner Woodlock, dissenting, said he could not agree 
to an award of reparation on shipments moving prior to the date 
of the complaint on rates found not unreasonable by division 3, 
in the earlier case. 


INAPPLICABLE RATE CHARGED 


The Commission, by division 4, in No. 17372, Algoma Lumber 
Company vs. Director-General, mimeographed, has found the 
rate charged on a less-than-carload shipment of malleable link 
belting from Indianapolis, Ind., to Algoma, Ore., in December, 
1919, inapplicable and awarded reparation down to the applic- 
able rate of $2.065. It found the applicable rate not unreason- 
able. A rate of $2.69 was charged. 


AWARD OF REPARATION ON ALFALFA 


A finding of unreasonableness and an award of reparation 
have been made in No. 16952, J. G. Peppard Seed Co., vs. Atchi- 
son, Topeka & Santa Fe et al., mimeographed, as to a rate of 
$1.175 on alfalfa seed, in carloads, from Clayton, N. M., to Kan- 
sas City, in November, 1922. The Commission, by division 4, 
found the rate unreasonable to the extent it exceeded 69 cents. 
‘the Commission said no necessity appeared for a joint com- 
modity rate over the route of movement. It said no other move- 
ment of alfalfa seed was shown to have been made over the 
route of this shipment. 


CLAIM CAME TOO LATE 


The Commission, by division 4, has dismissed No. 16862, 
Henry A. Mason vs. Montpelier & Wells River et al., mimeo- 
graphed, finding that a claim for reparation on a shipment of 
dressed granite from South Ryegate, Vt., to Columbus, O., made 
in 1921, was barred because the complaint was not filed within 
two years from the date of the accrual of the cause of action. 


OIL RATES AND REPARATION 


A finding of unreasonableness as to the past rate, but with- 
out disturbance for the present rate, and an award of reparation 
have been made in No. 15222, National Oil Co. vs. Seaboard Air 
line et al. (mimeographed). The Commission, by division 3, 
found a rate of 72 cents from Brunswick, Ga., to Richmond, 
Va., unreasonable to the extent it exceeded a rate of 47 cents 
prior to October 12, 1922. The reparation is to be to that basis. 
On the day mentioned the carriers established a rate of 47 
cents. The complaint attacked both rates, but the complain- 
ant, the report said, was more interested in reparation than in 
a rate for the future. The complainant contended that it was 
the duty of the defendants to “protect” a combination of 42 
cents over a route over which they did not move the traffic. 
The report said the carriers contended that that was a de- 
pressed rate. The shipments were not routed. The carriers 
reduced the rate to 47 cents as soon as they could after request 
for a better rate was made, and expressed willingness to refund 
to that basis of the subsequently reduced rate on all shipments 
moving prior to that day. The Commission found the 47-cent 
rate in effect since October 12, 1922, not unreasonable. 


CLAIMS WERE DEAD WHEN FILED 
The Commission, by division 3, has dismissed No. 16519, 
Maloney Tank Manufacturing Co. vs. Baltimore & Ohio et al. 
(mimeographed), finding the claims on carload shipments of 
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steel plates from points in Indiana, Missouri and Ohio to des- 





The suspended schedules propose to increase the rates on news. ¢— 
tinations in Wyoming, made in 1920 and 1921, were barred by print and poster paper, carloads, between North Pacific coag 
the statute of limitations when the aemen Leys —o “3 a 0 on ps yo os via iy! om a ee interior 
cember, 1924. It said the amendment to section 16, on June 7, points on the other. e following is illustrative: 
1924, did not have the effect of reviving those claims. Rates in cents per 100 pounds, between Camas, Wash., ang ¢— 
eens tnntiiosanintiom aoe. b der ype aot. ae ae ete — ang 40; gre 
sed, carlo minimum a pounds, i etween egon 
The Commission, by division 1, in a report written by Com- $fe',and, Spokane Wash., present, catioad ‘minimum 60,000 pound 
y rade of the Cit ‘ Spears Ex 
ny omy page dag ot yg tap Bl — = rove In I. and S. No. 2704, the Commission has suspended from of No. 
graphed, found the rates on grain, from points in northern July 10 until November 7 schedules as published in supplements Santa | 
Illinois and southern Wisconsin on certain lines of the Illinois Nos. 7, 8 and 10 to Speiden’s I. C. C. No. 959. The suspended produc 
Central and the Burlington, to the Chicago district, and on feed Schedules propose to cancel less-than-carloads and any-quantity fornia 
i : judicial COmmodity rates on burlap bags, from New Orleans and Port ple. 
in the opposite direction not unreasonable or unduly prejudicia a 
and dismissed the complaint. The rates were alleged to be un- Chalmette and points taking same rates to destinations in Ala. ments 
: . bama, Tennessee and Virginia, and apply higher class rates in Wyo. 
just and unreasonable, and, as compared with rates to East St. enn f. The followi os Sieatontic: yo., 
Louis, Granite City, St. Louis, Evansville, New Albany, Jeffer- eu thereot. e following 1S illustratie: Calif., 
sonville, Henderson, Owensboro, Louisville and Cincinnati, un- © suriap bags, in bales, rates in cents per 100 pounds, from New City, 2 
duly preferential of dealers and millers at those points. Orleans, La., to Birmingham, Ala., present L. C. L. commodity rates aratio: 
: ESTEE RINT cae oe oe 2%, eee anes pg 6946; ep ge as oement L. = 
* .» commo rates » propose class rates > ont- j 
i tg orb gh yong el a ail momery, Ale, sousann L. C. L. commodity rates 4914, proposed 5th owt 
e Commission, by division 4, has dismisse oO. , Class rates 68. 
B. C. Southworth & Son vs. New York, New Haven & Hartford, In I. and S. No. 2708, the Commission has suspended from EC. 
Director-General, et al., mimeographed, finding the rates charged July 15 until November 12 schedules as published in supplement ates 
on two carloads of granite from Quincy, Mass. to Plymouth, No 14 to the Atchison, Topeka & Santa Fe’s I. C. C. No. 9952, erg 
Ind., and Keokuk, Ia., applicable. The report also covers & ‘he suspended tariff proposes to restrict the intermediate rule unre? 
sub-number, Cameron, Joyce & Schneider et al, vs. Same. The applicable on grain and grain products, carloads, from Colorado, 7 
Commission said the record showed that the shipments were Kansas, Missouri, Nebraska and Oklahoma, to points in Ala- comn 
not rough quarried and that they were monument parts. bama, Arkansas, Kansas, Louisiana, Missouri, Mississippi, Okla- posin 
NEW SYRUP RATES OR DERED homa, Tennessee and Texas so as to be inapplicable at points : 
i J 
A finding of unreasonableness, an award of reparation and scide tte abandon ‘ox alco nuns tee ee en 
der establishing a new rate not exceeding 51 cents not later lowing is Stasteaties 7 " ticul 
an or : 
than August 25, have been made in No. 15407, Alabama-Georgia ee esl Sy : ey ee ee om 
Syrup Co., vs. Atlantic Coast Line, mimeographed, as to a rate eat, carloads, ra - son . per wale r ie a, nat 
of 64 cents on syrup, in tin, from Montgomery, Ala. to Tampa, Rans., te, jackson ond Meridien, owed “a? ‘Alralta’ meat, carlondy cam 
Fla., in carloads. The 64 cent rate was made up of a local of rates in cents per 100 pounds, from Bristol, Colo., to Jackson and no 
28.5 cents to Jacksonville, and a proportional of 35.5 cents be- Meridian, Miss., present 51, proposed 54.5; Corinth, Miss., present — 
yond.” The Commission said that that proportional was pre- 4°-5, Proposed 47.5. cons 
sumptively unreasonable in view of the fact that there was a RY ORDER 
local of 22.5 cents for the haul between the Florida points. 00 ay Nay ee tig: hk quotas bes ~ 
‘ ; The Commission, in No 18187, transportation of strawber- d 
Facts brought out by the carriers, it said, were not sufficient ; ord 
te overcome that presumption ries in carload lots from Florida, Georgia, Alabama, North effe 
: Carolina, South Carolina and Virginia to points in Official Clas- od 
sification territory, has put out an amended order making the Sou 
COMMISSION DIRECTS REFUND American Railway and Southeastern Express companies respond- re 
The Commission, by division 3, in No. 16596, Milne Lumber ents, as well as the common carriers by railroad The inquiry oe 
Company vs. St. Louis-San Francisco et al., mimeographed, has_ jg into the reasonableness, justness and adequacy of the present 
found that two carloads of lumber from Grayburg, Tex., to St. freight service on strawberries; the necessity, if any, for the 
Louis, reconsigned from East St. Louis, were overcharged to establishment of express carload service, with a view to estab- 
et hoa Ey ee 8 
: ° € sho reight or express, as may be warranted by the record; and, re- 
promptly refund the overcharges, with interest. The shipments quiring the express companies or the railroads to provide them- th 
were made in 1923. The complaint alleged the charges were gelvyes with and furnish refrigerator cars properly equipped for ag 
Siege pete ty toe eacbasiecne tae Gases vee ite | Se ae ee © ey 
. - and warrante e record. 
The Frisco notified the shipper, when the cars arrived at St. . a Se aera gI 
Louis, but the complainant notified it that the cars had been BOSTON AND MAINE SECURITIES a 
billed to East St. Louis, directed it to deliver the cars as or- The Commission, by division 4, in finance docket 5504 tec 
dered and notified it that it declined to accept its notice as a F e ned rag , Ps aaa te ¥en din aeanOe aieaien and 8} 
notice of arrival. The complainant contended, the Commission u ety aa ‘ rv vente $c4 ai - A pian ~ i nae Setter 8 
said, that the cars were misrouted but the Commission said they cdeniie’ tary ie trating - sa saad adaitiowe oa Siaieidintnte a D 
n ted. 
ee ee Ce wen ee — ‘ a cost somewhat in excess of $16,000,000 and thereby improve : 
its traffic carrying and earning capacity. The approval author- ‘ 
SUSPENDED TARIFFS izes the issue of $13,000,000 of 7 per cent prior preference stock 
es - ns — . No. are ane er rage ee — and the issuance of $43,522,000 of mortgage bonds to take the 
uly unt ovember schedules as published in supple- 


ments Nos. 1 and 3 to the Hocking Valley I. C. C. No. 1897, sup- 
plement No. 8 to the New York Central (Ohio Central Lines) 
I. C. C.-O. C. No. 181, and supplement No. 7 to Jones’ I. C. C. No. 
1708. The suspended schedules propose to increase the rates on 
salt, in carloads, from Pomeroy, O., Mason City and Malden, 
W. Va., and related points to Louisville, Ky., and related des- 


tinations. The following is illustrative, rates in cents per 100 
pounds: 


From Pomeroy, Ohio, to Louisville, Ky., present 13, proposed 16; 
from Malden, W. Va., to Louisville, Ky., present 13, proposed 16. 


The Commission, in I. and S. No. 2706, has suspended, from 
July 11 to November 8, schedules filed by the carriers inter- 
ested, carrying rates supposed to be in satisfaction of the com- 
plaint in No. 15061, Western Brick Company et al. vs. New York 
Central et al., from Indiana and Illinois to Wisconsin and upper 
Michigan. Protests were made against the proposed rates by 
manufacturers principally in the Chicago district. The Com- 
mission has set the case down for hearing at Chicago, July 23, 
before Examiner Fleming. 

In I. and S. No. 2705 the Commission has suspended from 
July 12 until November 9, schedules as published in supplement 
Nos. 71 and 72 to Henry’s I. C. C. No. 106 and in I. C. C. No. 184. 


place of bonds now outstanding. The new bonds will bear 5 
per cent interest, a rate somewhat higher than that on out- 
standing bonds, but the improvement of facilities is expected to 
enable the road to carry the larger fixed charge more readily. 


GRAIN TARIFF EFFECTIVE 


The Commission refused to suspend supplement 6 to Min- 
neapolis and St. Louis I. C. C. B-544 and it became effective July 
10. It brings into play a three-cent reduction in the propor- 
tional rate on grain and products from Minneapolis to Peoria 
on traffic going east of the Indiana-Illinois line, originating be- 
yond Minneapolis, including grain from Missouri River mar- 
kets, first carried north to Minneapolis and then south through 
the Peoria gateway. Whether other lines will follow the M. 


. and St. L. or cause a formal complaint to be filed against the 


low proportional is not known. The assumption is that they will 
not be content to allow the M. and St. L. to take the business. 


You may either write or wire our Washington office 
for information concerning matters in any department 


of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Proposed Reports in I. C. C. Cases 





PETROLEUM CASE DISMISSED 


Examiner Frank C. Weems has recommended the dismissal 
of No. 18146, Continental Oil Company vs. Atchison, Topeka & 
Santa Fe et al., on a finding that the rates charged on petroleum 
products in 1924 from points in Wyoming, Colorado and Cali- 
fornia to destinations in Colorado and Utah were not unreason- 
able. The complaint alleged the rates charged on many ship- 
ments between February 1 to December 22, 1924, from Casper, 
Wyo., Florence and Minnequa, Colo., Richmond and El Segundo, 
Calif., to points in Utah, including Ogden, Price, and Salt Lake 
City, and to DeBeque, Colo., were unjust and unreasonable. Rep- 
aration amounting, approximately, to $7,300 was requested. 

The examiner said the complainant offered no evidence but 
relied wholly upon the findings in Utah State Automobile Asso- 
ciation vs. Atchison, Topeka & Santa Fe, 66 I. C. C. and 92 
1 C. C. 376, in which the Commission found the rates on gasoline 
unreasonable. In that case it said little evidence was offered 
concerning the rates on refined products other than gasoline and 
that there was no basis for a conclusion that those rates were 
unreasonable or otherwise unlawful. 

This case was presented under the shortened procedure. In 
commenting on the position taken by the complainant and dis- 
posing of the case, the examiner said: 


In its rebuttal memorandum, complainant refers to the absence 
of any affirmative showing by it that the rates charged were un- 
reasonable, to the failure of which showing defendants invite par- 
ticular attention, and states that the introduction of exhibits of 
comparative rates was unnecessary for the reason that such ex- 
hibits were introduced in the case cited, and, in substance, suggests 
that the Commission, if it so desires, can again consider such rate 
comparisons, and other-evidence there adduced. Its position is that 
no other evidence is necessary. Complainant was not a party to those 
proceedings; nor is any part of that record in evidence here. Evi- 
dence in the case upon which complainant relies cannot here be 
considered. 

The Commission has repeatedly stated that the awarding of rep- 
aration does not necessarily follow the reduction of a rate, where the 
reduction is by voluntary action of a carrier, or by the Commission’s 
order, and has denied reparation on shipments moving prior to the 
effective date of its orders reducing rates, where, as in the case cited, 
the rates reduced have long been in effect, and when reductions ne- 
cessitated readjustments of rates through an extensive territory. 
Southwestern Millers League et al. vs. A. T. & S. F. Ry. Co. et al., 46 
I. C. C. 299; Indian Refining Co. vs. Director General, 59 I. C. C. 246. 

Upon this record, the Commission should find that the rates as- 
sailed were not unreasonable. The complaint should be dismissed. 


FRUIT AUCTION FRICTION 


Pittsburgh’s fruit auction question which has been before 
the Commission, in one form or another for several years, is 
again the subject of a proposed report in No. 17050, Andrews 
Brothers Co. Inc., et al. vs. Pennsylvania. Examiner A. S. Par- 
ker has recommended the dismissal of a formal case on the 
ground that the action of the Pennsylvania in leasing part of 
a warehouse and facilities in its produce yards at Pittsburgh 
to the Union Fruit Auction Company, while refusing to accord 
similar facilities to the complainants, had not been shown to 
subject complainants and their traffic to rules, regulations and 
practices and to the payment of unjust, unreasonable unjustly 
discriminatory or unduly prejudicial charges. The leasing of 
the facilities used by the Union company was alleged to re- 
sult in violations of the first three and sixth sections of the 
interstate commerce law. 

Equal facilities were demanded for the Independent Com- 
pany, which at present, occupies a building near the property 
leased to the Union Company and competes with it in holding 
auctions for the sale of fruits and vegetables. For a time, in 
1924, the Independent company, against the wishes of the rail- 
road company, insisted upon conducting auction sales in a part 
of the building used by the Union. Phases of the matter have 
been in the courts. The Union company is a consolidated cor- 
poration composed of once rival companies that engaged in 
disputes about the use of facilities. The Pennsylvania decided 
to allow the auctions so as to compete with the Baltimore & 
Ohio which had made arrangements of such character for the 
convenience of consignors and consignees of fruits and vege- 
tables shipped over its lines. 

Question of exclusive use, the examiner said, had been 
considered by the Commission in Andrews Bros. Co. vs. P. 
R. R., 38 I. C. C. 165 and Storage on Fruits and Vegetables, 95 
I. C. C. 87. The produce yards were established in 1899 to 
end complaints on the part of the produce trade because pro- 
duce was being delivered at four different yards, and to meet 
the competition of the Baltimore & Ohio, which, the examiner 
said, had at that time a centralized produce yard and public 
auction. 


The record in the most recent case was stipulated into 


& 


this case. The examiner said the testimony in this case was 
similar to that adduced in- the earlier one. 

The Pennsylvania asserted the Commission was without 
jurisdiction to determine the question raised by the complaint; 
that it had the right to lease its property not devoted to public 
service, to the Union Co. and to refuse to lease or allow others 
the same use. 

The agency of the Union Co., the examiner said, was for 
selling fruit. He pointed out that in the latest case, called 
by him the suspension case, the Commission found that trans- 
portation ceased with the unloading of the car. Therefore, 
he said, any advantage which parties using the services of the 
Union company might obtain was not one of transportation, 
adding that the discriminations and references forbidden by 
the act were in respect of transportation. Answering a point 
made by the complainants, that the patrons of the Union com- 
pany were. preferred because they were not required to pay 
storage on freight stored in the warehouse whereas freight 
held in cars more than 48 hours was subject to track storage 
and also demurrage, the examiner said the point lost sight of 
the fact that when commodities were unloaded into the ware- 
house they were no longer in the railroad company’s posses- 
sion and therefore not in transportation. He said the record 
indicated there was no discrimination in the placing of cars 
at the two buildings used by the competitors. In disposing of 
the case the examiner said: 


In the instant proceeding it is clear that the Union Company 
is not a consignee; that its services are open, upon equal terms, 
to all parties who desire to avail themselves thereof; that such 
services, inasmuch as transportation ceases with the unloading 
of the car, are entirely apart from and outside of the service of 
transportation performed by the defendant. The business of 
a railroad is transportation and to supply the public with con- 
veniences riot connected therewith is no part of its public duty. 
Great Northern Ry. v. Minnesota, 238 U. S. 340. 

In Leases and Grants By Carriers to Shippers, 73 I. C. C. 671, 
the commission said: 


“The interstate commerce act contains no provision author- 
izing us to prescribe or regulate the terms or conditions under 
which carriers may lease their lands to shippers. The authority 
which we have over such leases is wholly indirect, and comes 
into being only where the lease results in some violation of the 
interstate commerce act or other statute which we administer. 
Such violations may occur when the terms and conditions of the 
lease are so favorable to the lessee that it is clear that the real 
consideration for the lease must be found elsewhere, namely, 
in the freight which he ships over the lines of the lessor carrier. 
Stated differently, when a carrier permits a shipper to use valu- 
able lands to which the carrier has title, without charge or 
without reasonably adequate charge, the practical effect is to 
reduce that shipper’s transportation charges, so that there re- 
sults what amounts to a refunding or remission of some por- 
tion of the published rates.” 


There is here no showing that the charges assessed upon 
shipments for parties using the facilities leased to the Union 
Company were less than the published rates nor does the record 
warrant a finding that the terms and conditions of the lease are 
so favorable that they amount to a refund or a remission of some 
portion of the published rates in violation of section 6, neither 
is it shown that parties using those facilities were charged lower 
transportation rates than were charged complainants for a like 
and contemporaneous service in violation of section 2. There 
is no evidence to support a finding of unreasonabless. 


The commission should find that the action of the defendant 
in leasing certain facilities in its produce yards at Pittsburgh, 
Pa., to the Union Fruit Auction Company while refusing to ac- 
cord similar facilities to complainants has not been shown to 
subject complainants and their traffic to rules, regulations, and 
practices and to the payment of rates and charges which are 
unjust, unreasonable, unjustly discriminatory or unduly pre- 
judicial. The complaint should be dismissed. 


GRAIN TRANSIT AT JACKSON 


As a disposition of a rather complicated complaint in No. 
17672, Jackson Traffic Bureau vs. Alabama and Vicksburg et al., 
Examiner Frank C. Weems said the Commission should find 
the refusal of the carriers to permit milling in transit at Jack- 
son, Miss., on grain and grain products from points west of the 
Mississippi River destined to points in the southeast over the 
route of the Alabama and Vicksburg, from Jackson to Meridian, 
and connecting lines beyond, and to points on the Louisville 
& Nashville over the route of the Gulf & Ship Island from 
Jackson to Gulfport, not unreasonable, but unduly prejudicial 
in so far as the rules, regulations and practices under which 
grain and grain products may be stopped at Memphis, for milling 
and reforwarding to points on the Louisville & Nashville over 
the route of the Illinois Central to Jackson, thence over the 
Gulf & Ship Island through Gulfport, are more favorable than 
the rules, regulations and practices under which transit is ac- 
corded at Jackson. ; 

Weems said no order should be issued at this time, but 
that the carriers should be given 90 days in which to file ap- 
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propriate schedules, upon 10 days’ notice, giving effect to those 
conclusions. 

The complaint was broader than the main conclusion here- 
inbefore stated. It contained an allegation of unreasonableness 
as to rates to points on the Gulf & Ship Island predicated on 
the assumption that now that that road was a part of the 
Illinois Central system, it should have rates no higher than rates 
on other parts of the system. As to that point, Weems said 
the Commission should find the proportional rates on grain and 
products from Memphis and other Mississippi River gateways 
to points on the Ship Island not unreasonable or otherwise 
unlawful. 

Another allegation pertained to the refusal of the carriers 
to permit milling in transit at Jackson on grain and products 
from points west of the Mississippi to destinations on the Gulf, 
Mobile & Northern. As to that refusal, the examiner said the 
Commission should -make a finding similar to that in respect 
of grain intended for destinations on the Ship Island. 

The Ship Island, the examiner pointed out, by fourth sec- 
tion order No. 7026, dated November 30, 1917, was authorized 
to meet the rates of its trunk line competitors at junctions but 
to maintain higher rates at intermediate points. The complain- 
ant, he said, relied upon the fact of control of the Ship Island 
by the Illinois Central in support of its contention that fourth 
section relief should no longer be accorded to the Ship Island. 
In answer to that he said the Commission, in Memphis Freight 
Bureau vs. Illinois Central, 27 I. C. C. 507, and Smith vs. I. C., 
68 I. C. C. 427, had found that rates to branch line stations 
might well be higher than to main-line stations. The exam- 
iner said the evidence was not persuasive that rates to points 
on the Ship Island were unreasonable or otherwise unlawful. 

As to transit on grain and products intended for points on 
the Gulf, Mobile & Northern, the examiner said the decision 
of the Commission in Jackson Traffic Bureau vs. Gulf & Ship 
Island, 102 I. C. C. 259, decided September 25, 1925, was clearly 
conclusive of the issues made in this case. In that case the 
refusal of the defendants to permit milling in transit at Jack- 
son on grain and products from St. Louis, Cairo and Memphis 
destined to points on the Gulf, Mobile & Northern was found 
not unreasonable or otherwise unlawful. In that case, he said, 
undue preference of Memphis, Meridian and Laurel was alleged. 


PROPOSES OMAHA BASIS 


Examiner J. F. Eshelman, in a report on No. 17279, Des 
Moines Board of Trade et al vs. Ft. Dodge, Des Moines & South- 
ern et al., said the Commission should find the proportional rates 
on grain and grain products, from Des Moines, Ia., to destinations 
in western Louisiana not unreasonable but unduly prejudicial 
to the extent they exceeded proportional rates from Council 
Bluffs and Omaha, on like traffic originating beyond those points. 

This complaint arose from the disparity, Eshelman said, in 
the proportional rates from Des Moines and Omaha to western 
Louisiana created, mainly, by the readjustments, made April 
1, 1922, to remove fourth section departures in conformity with 
Rates to, From and Between Points South of the Ohio River, 
64 I. C. C. 107, and intensified by reductions effective July 1, 
1922, in rates from St. Louis to the lower Mississippi River 
crossings. 

Prior to April 1, 1922, the examiner said, points in the Omaha 
group, of which Des Moines was one, generally tcok the same 
proportional’ rates to Louisiana. After the hearing in this case 
the Commission approved an adjustment of rates in Grain and 
Grain Products from Western States, 104 I. C. C. 272, which 
largely restored the prior situation. But some points were not 
restored to the old basis. The object of Eshelman’s proposal 
is to restore the old basis as to those few remaining points. 


RATE ON ROUGH GRANITE 


Examiner J. J. Williams has recommended the dismissal 
of the complaint in No. 17953, Cameron, Joyce & Schneider vs. 
Denver & Rio Grande Western et al., on a proposed finding 
that the rate charged on rough granite, carloads, from Salida, 
Colo., to Keokuk, Ia., in December, 1923, April and August, 1924, 
was not unreasonable or otherwise unlawful. Reparation was 
asked to the basis of a subsequently established rate of 36.5 
cents. Charges were collected at the applicable combination 
rate, 13.5 cents to Denver, Colo., and 33 cents beyond, subject 
to treatment under Agent Kelly’s I. C. C. U. S. 1, making a 
through rate of 44 cents. The examiner said that, while defend- 
ants had subsequently reduced the rate, the Commission had 
repeatedly held that a voluntary reduction of a rate was not 
conclusive of its unreasonableness. 


CHARGES ON TAPE MEASURES, ETC. 


Examiner C. H. Peck has proposed dismissal of the com- 
plaint in No. 16810, Lufkin Rule Company vs. Michigan Central 
et al., on a finding that ratings in Official Classification on tape 
measures and rules, and rates thereon from Saginaw, Mich., 
to New York, N. Y., have not been shown to be unreasonable 
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or otherwise unlawful. Complainant alleged that the charges 
on rules and tape measures from Saginaw to New York were 
unreasonable, unjustly discriminatory and unduly prejudicial. 
The examiner said no evidence that the class rates assessed were 
unreasonable, unjustly discriminatory or unduly prejudicial was 
submitted. He said the gravamen of the complaint seemed to 
be that the any-quantity classification ratings now applicable 
on tape measures and rules were unreasonable, as applied to 
straight or mixed carload shipments. He said complainant de- 
sired that a mixed carload commodity rate be established, or 
that carload classification ratings be provided for the two ar-. 
ticles. After discussing the issues raised by the complaint, the 
examiner said complainant now had the benefit of a rather low 
any-quantity rating on rules, and that it was apparent that any 
carload ratings that could reasonably be prescribed for the two 
articles, taking into consideration their rather high value, and 
coupled with minimum weights that fairly reflected their high 
weight density, would leave the complainant in no better posi- A 
tion, with respect to the freight charges on its shipments, than 


future 





reason 


mend: 
it now was. Addin 
SER APT CSS aa said | 
RATES ON INSULATORS re-he: 
Dismissaal of the complaint in No. 17321, Illinois Electric boxes 
Porcelain Company vs. Santa Fe et al., has been proposed by unreé 
Examiner Arthur Kettler on a finding that the rate on porcelain futur 
insulators, in carloads, from Macomb, Ill., to Galveston and excel 
Houston, Tex., and points grouped therewith, was not and is not ings 
unreasonable and that no damage was shown to have resulted ifica' 
from alleged undue prejudice. The rate attacked was $1.18. brou 
Complainant is in competition with manufacturers at East Liv- thell 
erpool, O., Parkersburg, W. Va., Erie, Pa., other points in Ohio that 
and Pennsylvania, and also Emeryville, Calif. There was set abot 
for hearing in connection with the complaint portions of fourth the 
section application No. 701, F. A. Leland, agent, by which 
carriers asked for authority to continue lower rates on porcelain 
insulators from East Liverpool, Cleveland and Pittsburgh than 
from Macomb and other intermediate points to points in the bee 


Galveston-Houston group. Defendants contended the rates were F 


lower from Pittsburgh and other eastern points, due to water che 
competition via Atlantic ports. The examiner said the rates not 
generally to the Houston-Galveston group and intermediate Ca 
points in southwestern territory were now under consideration bie 
in No. 13535 and cases consolidated therewith, and that defend- an 
ants therefore asked that no action be taken at this time upon sD 
the portion of the fourth section application set for hearing. th 
He said no finding as to undue prejudice could be made until th 
it was determined whether water competition warranted the th 
maintenance of lower rates from Pittsburgh and other eastern v 
points to the Galveston-Houston group than from or to inter- fil 
mediate points. He said that question would be given due re 


consideration in connection with the cases now pending. He 
said the proposed finding in the instant case should be without 
prejudice to changes in rates which might be found necessary 


in the determination of No. 13535 and cases consolidated there- 
with. 


ROAD OIL CASE DISMISSED 


Examiner David T. Copenhafer has recommended the dis- 
missal of No. 16024, George Ross vs. Missouri Pacific, on a find- 
ing that the rate on road oil, from Neodesha, Kan., to Lee’s 
Summit, Mo., 20.5 cents, on shipments made since July 2, 1922, 
is not unreasonable, unjustly discriminatory or unduly preju- 
dicial. It was alleged to be unjustly discriminatory and unduly 
prejudicial in comparison with a rate of 14 cents to Kansas City 


and related points. The complainant asked for a rate of 11.5 
cents. 


__ —- wtp on 


GAS OIL RATE TOO HIGH 


Attorney-Examiner Arthur R. Mackley, in No. 16378, Alti- 
tude Petroleum Company -vs. Fort Worth & Denver City et al., 
said the Commission should find the rates on gas oil, in tank 
cars, from Iowa Park and Electra, Tex., to Kassel, La., unrea- 
sonable to the extent they exceeded, exceed or may exceed 20.5 
cents, award reparation to that basis and order it established 
for the future. Over most of the routes the rate is 24.5 cents 
but over one route over which a shipment was made the rate, 
the examiner said, was 33 cents.- A rate of 24.5 cents was col- 
lected on that shipment so there is an outstanding undercharge. 

Dispute about divisions, Mackley said, caused the applica- 
tion of a rate of 24.5 cents to Kassel over the routes in question, 
although the rate to the New Orleans district, in which Kassel 
lies, generally, is only 20.5 cents. The carriers said the rate of 
20.5 cents was subnormal. Mackley said that whether the un- 
reasonableness was termed relative or inherent, the rates 
charged on the shipments in issue were unreasonable and unjust 
in comparison with other rates in the same general territory. 
Certainly, for example, he said, if the rate of 20.5 cents was 
reasonable through New Orleans in connection with the Yazoo 
& Mississippi Valley beyond, that same rate was reasonable for 
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the direct route in connection with the Louisiana Railroad & 
Navigation Company. He said granting the rates were on a low 
level it was manifestly unreasonable and unjust to charge a 
higher rate on these shipments than for shipments between the 
same points the routes he had described. He said the only 
reason that the rate for which the complainant asked, 20.5 
cents, had not been established was the dispute about divisions. 

He said the Commission should find the rate of 24.5 cents 
over the Fort Worth & Denver City to Fort Worth, the St. Louis 
Southwestern to Greenville or Shreveport, and the Louisiana 
Railroad & Navigation Company beyond, was, is and for the 
future will be unreasonable to the extent it exceeded, exceeds or 
may exceed 20.5 cents. He said the 33 cent rate was also un- 
reasonable. 


ADDING-MACHINE RATINGS 


Affirmance of the findings in 91 I. C. C. 378 has been recom- 
mended by Examiner J. C. Harraman, in No. 13583, Burroughs 
Adding Machine Company et al. vs. Michigan Central et al. He 
said the Commission should stand by its former report, after 
re-hearing, that the ratings and rates on adding-machines, in 
boxes, less-than-carloads, in Western Classification, were not 
unreasonable in the past, but would be unreasonable for the 
future to the extent that the ratings and rates based thereon 
exceeded one and a quarter times first class; and that the rat- 
ings and rates on such machines, in carloads, in the three class- 
ification territories were not unreasonable. The complaint was 
brought by a number of adding-machine companies. It was upon 
their petition that a further hearing was had with the result 
that the examiner, after an extended discussion of the facts 
about value and weight per cubic foot of the shipments, came to 
the conclusion that the Commission should not change its report. 


LINTER RATES INAPPLICABLE 


A finding of inapplicability and an award of reparation have 
been proposed by Examiner Morris H. Konigsberg in No. 17809, 
F. H. Glarner & Co., Inc., vs. Southern et al., as to the rates 
charged on shipments described as cotton-hull fiber or shavings, 
not bleached or dyed, carloads, from points in Georgia, South 
Carolina and Alabama to destinations in the District of Colum- 
bia, Virginia, New York, New Jersey, Pennsylvania, Connecticut 
and Louisiana. The complaint alleged violation of the third and 
sixth sections. The examiner said the real question was as to 
the applicability of the rates charged. The carriers contended 
that the shipments were cotton seed linters and not hull fibers, 
the Southern Weighing and Inspection Bureau having so ad- 
vised them. He said the Commission should find that the hull 
fiber rates and not the linter rates were applicable and award 
reparation to that basis. 


LOWER COAL RATES PROPOSED 


Examiner Frank E. Mullen, in a report on No. 17385, Albert 
Silk Coal Co. et al. vs. Atchison, Topeka & Santa Fe et al., 
said the Commission should find rates on soft coal, from mines 
in Arkansas and Oklahoma to Topeka, and Lawrence, Kan., 
unreasonable, prescribe new ones and award reparation. The 
complaint alleged the rates were unreasonable, unjustly dis- 
criminatory and unduly prejudicial. The Southwestern Inter- 
state Coal Operators’ Association, Mullen said, intervened, con- 
tending that the rates weer unreasonable, but not to the extent 
claimed by the complainants. It suggested rates higher than 
those for which the complainants fought. The origin groups 
involved were the Greenwood group in Arkansas and Oklahoma, 
McAlester and Henryetta groups in Oklahoma, collectively 
known as the Arkansas-Oklahoma group, and the Spadra group 
in Arkansas. In the course of his report the examiner reviewed 
a number of cases in which the question of rates from the 
southwestern mines to destinations to the north thereof were 
involved. The finding, other than that reparation was due, was 
as follows: 


The Commission should find that the rates on lump and slack 
coal from Arkansas-Oklahoma group and from Sparda, Ark., group 
to Lawrence were, are and for the future will be unreasonable to 
the extent they exceeded, exceed or may exceed $2.80 per ton on lump 
coal and $2.40 on slack coal from the Arkansas-Oklahoma group, 
and $3.05 a ton on lump coal and $2.40 on slack coal from the 
Spadra group. The Commission should further find that the rates 
on slack coal from the same points of origin to Topeka were and 
are not unreasonable; that the rates on lump coal from the said 
points of origin to Topeka were, are and for the future will be un- 
reasonable to the extent they exceeded, exceed or may exceed $2.95 
per ton from the Arkansas-Oklahoma group and $3.20 from the 
Spadra group. 


ADVISES USE OF J. & L. BASIS 


In a proposed report on No. 17665, Manufacturers Traffiic 
Bureau for Auto Specialties Manufacturing Company et al. vs. 
Baltimore & Ohio, Examiner C. H. Peck said the Commission 
should find the fifth class rates on iron and steel articles, 
carloads, from the Chicago switching district to St. Joseph 
and Benton Harbor, Mich. unreasonable to the extent they ex- 
ceed the rates that would result from the use of the scale pre- 
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scribed in Jones & Laughlin Steel Corporation vs. Baltimore 
& Ohio, 96 I. C. C. 682, plus the fifth class arbitrary for the 
same distances prescribed in Michigan Traffic League vs. Ann 
Arbor, 98 I. C. C. 660. The parties in interest are to check the 
distances. The examiner expressed the belief that such a check, 
which he could not make, would show a rate of 15.5 cents. 

The complaint alleged that the fifth class rates of 20.5 
cents prior to September 10, 1925, and 19.5 cents thereafter, on 
iron and steel from the Chicago switching district, to St. Joseph 
and Benton Harbor were and are unreasonable. At the hearing 
comparisons were made with commodity rates said to be typical 
of the situation, from Chicago to Fort Wayne, Ind., to points 
in Illinois, Indiana, Missouri and Wisconsin, for distances rang- 
ing from 55 to 342 miles. 

One of the points about which the carriers were appre- 
hensive was that created by the fact that the destinations are 
in zone B territory in Michigan and the complainants were 
fighting for rates that carriers feared, if allowed, would result 


in serious breaks in that adjustment. In disposing of the case 
the examiner said: 


The record contains no evidence showing that maximum reason- 
able rates on iron and steel from Chicago to St. Joseph should be 
relatively higher than maximum reasonable rates to destinations in 
Indiana and Illinois. However, in Michigan Traffic League vs. A. A. 
R. R. Co., 98 I. C. C. 660, the Commission approved class rates, and 
commodity rates bearing a direct relation thereto, between points 
in Michigan in zone B as therein described, and points in central 
territory south of zone B, 2 cents higher on first class than the 
distance scale applying between points in central territory south of 
zone B; rates on the lower classes to bear the same percentage re- 
lationship to the first class as they do in the said scale. St. Joseph 
and Benton Harbor are in zone B. 

Subsequent to the hearing in this case the rates to Michigan 
City, South Bend, and La Porte were increased to 11.5, 14 and 11.5 
cents, respectively. These rates appear to be on the basis prescribed 
in the Jones and Laughlin case, supra. 

Defendants argue that the Jones & Laughlin Scale should not 
be extended into Michigan from Chicago on the ground that it will 
prejudice manufacturers at Pittsburgh who are required to pay the 
full fifth-class rates to destinations in Michigan; also that it will 
disrupt the uniform basis now maintained and result in heavy re- 
ductions in revenue. Complainant is entitled to a reasonable rate 
although other readjustments may follow its establishment. 

The Commission should find that the rate assailed is and for 
the future will be unreasonable to the extent it exceeds that pre- 
scribed for like distances in the Jones and Laughlin case, supra, 
plus the fifth-class arbitrary for the same distances approved in 
the Michigan Traffic League case, supra. It would appear that the 
specific rate on the above basis would be 15.5 cents per 100 pounds. 
However, in view of the doubt as to distance from the Chicago 
switching district to St. Joseph and Benton Harbor to be used in 
computing the rate prescribed, the complainants and the defend- 
ants are requested to check the correctness of this prescribed rate 
on the basis above outlined, stating the distance used in their com- 
en in any exceptions which may be filed to the report pro- 
posed. 

Complainant suggests that during the period the 7.5-cent rate 
was in force to Michigan City the maximum reasonable rate to St. 
Joseph should not exceed 9 cents. The 11.5-cent rate recently es- 
tablished to Michigan City represents an increase of 53 per cent. 
Evidently the previous rate was less than reasonable. The decision 
in this proceeding extends the application of the Jones & Laughlin 
scale between the points considered. The findings in that case re- 
sulted in numerous increases as well as decreases in rates and re- 
quired a general adjustment of iron and steel rates from Pittsburgh 
to points in Illinois and Indiana, and between points in those states. 
While no reparation was sought in that proceeding, the Commission 
has consistently denied reparation where general adjustments have 
been made involving increases and decreases in rates. Furthermore, 
the fifth-class basis has been maintained in Michigan on iron and 
steel for a number of years. The commission has frequently declined 
to grant reparation where the rates or basis assailed has been in 
effect for long periods. In view of the general adjustment result- 
ing from the findings in the Jones & Laughlin case, and upon full 


consideration of all the facts of record, no reparation should be 
awarded. 


STRAWBERRY REFRIGERATION CHARGES 


Examiner J. P. McGrath has recommended the dismissal of 
No. 17095, William F. Allen & Co. et al. vs. Atlantic Coast Line, 
and a sub-number thereunder, National Traffic Association et al. 
vs. Same, on a finding that the refrigeration charges assessed 
on shipments of strawberries from points in North and South 
Carolina to various eastern destinations, made between April, 
1923, and May, 1925, were applicable. The charges were al- 
leged to be unreasonable and illegal. 

The Salisbury-Wicomico Chamber of Commerce and Swift 
& Co. intervened, but only the former took part in the hearing. 

These cases presented the question whether the shipments 
were carloads or less than carloads, the complainants contending 
they were the former. They contended that the applicable re- 
frigeration charges were those based upon the cost of ice fur- 
nished. They said that upon that basis the shipments were 
overcharged $25 or $30 per car, the carriers having treated the 
shipments as carloads. The rates were designated as less-than- 
carload rates. The examiner said that, although called less-than- 
carload rates, they were really carload rates subject to different 
minima, partaking of the nature of L. C. L. rates only in so far 
as provision was made whereby more than one shipper could 
load into one car strawberries consigned to more than one 
consignee at one destination. The examiner said the Commis- 
sion could not consider only that part of the tariffs favorable 
to the complainants and ignore other provisions. He came to 
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the conclusion that the shipments were carloads and therefore 
that the charges were applicable. 





IRON PIPE CASE DISMISSED 


Examiner Horace W. Johnson has recommended the dis- 
missal of No. 17526, Nashville Machine and Supply Co. vs. Louis- 
ville & Nashville, on a finding that a rate of 42.5 cents, charged 
on a carload of wrought iron pipe shipped from Bowling Green, 
Ky., to Florence, Ala., in March, 1924, was not unreasonable. 
The complainant contended it was unreasonable, unduly preju- 
dicial and in violation of the long-and-short-haul part of the 
fourth section to the extent it exceeded a rate of 29 cents. The 
fourth section allegation was based on the fact that raes from 
Louisville and Cincinnati were lower. The examiner said those 
rates were protected by fourth section applications. 


INTERVENER GETS REPARATION 


Examiner J. P. McGrath, in No. 13472, United Paperboard 


Co., Inc., vs. Greenwich & Johnsonville et al., on further hear- 
ing, said the Commission should award reparation to Stevens 
& Thompson Paper Company on shipments of anthracite bird’s 
eye coal from groups A, B, and C, mines in Pennsylvania to 
Ondawa, N. Y., delivered between February 1, 1922, and October 
10, 1925, on rates found unreasonable in the prior report in this 
case, 102 I. C. C. 502. This case was reopened for further hear- 
ing so as to allow the intervener to prove that it made shipments. 


SCRAP IRON REPARATION 


A finding of unreasonableness and an award of reparation 
have been proposed by Examiner M. L. Boat in No. 17950, 
Charles Dreifus Company vs. Pennsylvania et al., as to a rate 
of $8.06 per long ton imposed on six carloads of scrap iron, 
shipped betwen June, 1924, and February, 1925, from East Rad- 


ford, Va., to Brackenridge and Pittsburgh, Pa., and Steubenville, - 


O. He said the Commission should find the rate unreasonable 
to the extent it exceeded a rate of $6.17, which was made effec- 
tive March 20, 1925. 


BULK CORN CASE DISMISSED 


Examiner Harris Fleming has proposed the dismissal of No. 
17670, Paris Flouring Co. vs. New York, Chicago & St. Louis 
et al., on a finding that the rate charged on various carloads 
of bulk corn, shipped from Blue Island and Chicago, IIl., and 
Hammond, Ind., to points in Maine had not been shown to have 
been unreasonable. The examiner said damage to the com- 
plainant by reason of alleged violation of the second and third 
sections had not been established. The shipments were made 
in September and October, 1920, when old established relation- 
ships had been thrown out of line by the horizontal rate ad- 
vances. The examiner said the fact that there had been such 
a disruption of relationships nor anything in the record showed 
the rates to bave been unreasonable. 


BUILDING BRICK OVERCHARGED 


A finding of overcharge and an award of reparation have 
been advised by Examiner E. J. Murphy in No. 17528, Dann- 
Gerow Co., Inc., vs. Atlantic Coast Line Co. et al., as to a shipment 
of building brick from Shawnee, O., to St. Petesrsburg, Fla., 
in August, 1923. The examiner said the Commission should 


find there was an overcharge of $36.07 on the shipment and 
award reparation. 


OMNIBUS MINIMUM UNREASONABLE 


Examiner E. P. Hurley, in No. 18099, Folly Town Company 
vs. Erie et al., said the Commission should find the charges on 
shipments of candy from Chicago to New York unreasonable 
and award reparation by means of a waiver of outstanding un- 
dercharges amounting to $844.07 on seven carloads. 

The complainant asked for 50-foot cars. For its own con- 
venience the carrier furnished two standard cars, which the 
complainant asserted could not be loaded to the minimum of 
30,000 pounds. The complainant asserted that the two cars 
could be used just as if a 50-foot car had been furnished, and 
on that understanding the shipper accepted the smaller cars. 
Charges were collected at the applicable third class rate of 94.5 
cents, but some time later undercharge claims amounting to 
the sum mentioned as reparation were presented in accordance 
with rule 24 of Official Classification, which provides, in cases 
of that sort, for charges based on the minimum for the first 
car and actual weight at carload rate for the second. 

Complainant asserted that the minimum could not be loaded, 
while it could have been loaded in the larger car. Those asser- 
tions, the examiner said, were not controverted by the carriers. 
Nor, said he, did they offer any evidence in support of the 
reasonableness of the additional charges. In disposing of the 
case, Hurley said: , 


While the misquotation of a rate by carrier’s agent is not a basis 
for the assessment of a lower charge than that applicable under 
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the published tariffs, or for an award of reparation, the Commissig, 
has found that where there is a uniform minimum for cars of aj 
lengths, as in this case, the carrier is not required to furnish , 
car of any specified length, but is under the duty of establishing , 
minimum weight that can reasonably be loaded into a car of the six 
furnished. Tull & Gibbs vs. N. & W. Ry. Co., 55 I. C. C. 17. 

The establishment of a minimum weight, irrespective of the siz 
of equipment, is a holding out by the carrier, upon which shipper jg 





entitled to rely, that it will furnish a car capable of holding tha of takin 
minimum. a the sala 
The practice of aerating charges at the published minimum ased 
where cars furnished by carriers for their own convenience can pot cre s 
reasonably be loaded to the minimum, is unreasonable. Under “car. as addit 
riers’ convenience” rules carriers are not obliged to furnish cars of dent of 
the size ordered, but are required to protect the actual weights eng 

where smaller cars furnished are fully loaded. California Cotton Mills pass 
Co. vs. S. Ry. Co., 74 I. C. C._747. In the instant case the prescribed controll 
minimum of 30,000 pounds could not reasonably have been loaded into two jin 
the cars furnished by defendants. : In) 
Upon all the facts of record the commission should find that a 
the charges assessed were unreasonable to the extent that they ex. Commi: 
ceeded charges based on the rate of 94.5 cents and the actual weight made V 
of the shipments, subject to a minimum of 30,000 pounds. The Com- Fallo 

mission should authorize waiver of collection of the undercharges jy O’Fa 
the amount of $844.07. Mr. Co 
ee ee tee ee service 
INTERMEDIATE: RULE MEANING ott 
earnin 


In a proposed report on No. 17376, E. W. Prentice, an indi- Ac 


are attempting to construe the intermediate rule in an unnatural 
manner. 

Although the interpretation placed upon the word “next” in the 
intermediate rule item by defendants is clearly contrary to the com- 
mon and natural meaning, nevertheless it must be admitted that 
the rule is ambiguous. 

The application of the rule sought by complainant in No. 17276 
is more reasonable and natural than the one sought by complain- 
ant in No. 17392. The tariffs provide for alternating the rates in 
separate sections and the use of the lowest rate so obtained. This 
strongly favors the construction sought by complainant in No. 17376 
and on the other hand complainant in No. 17392 does not have the 
sectional feature of the tariffs to support its case. It is also noted 
a, section 1 of these tariffs is prefaced with the following state- 
ment: 

“Unless otherwise specifically provided in individual rate items, 
rates on shipments for which no commodity rates are named herein, 
will be the class rates * * * published on pages * * *.” 

The above statement at least raises a strong doubt as to using 
the intermediate rule to defeat a specifically published class rate 
by another class rate, obtained by use of the intermediate rule. 

The Commission has repeatedly found that the terms of a tariff 
should be _so clearly stated as to avoid misinterpretation and mis- 
understanding and that doubtful and ambiguous tariffs must be 
construed against the framers. It is also found that when question is 
raised concerning the proper construction of carriers’ tariffs the rule 
of fair and reasonable construction applies, Nashville Traffic Bur- 
eau vs. Director General, 92 I. C. C. 211. 

A close examination of the tariffs shows that it would be im- 
proper for the Commission to construe an intermediate rule, as 
doubtful and ambiguous as the one under consideration, to the end 
that a specifically published class rate in one section of the tariff 
would be defeated or superseded by a class rate, in the same section, 
obtained by the use of such rule. As previously shown the con- 
struction of the tariffs strongly favors the interpretation contended 
for by complainant in No. 17376, and there is a holding out to the 
shipping public that the intermediate rule should be applied in the 
manner contended for by complainant in that docket. 


vidual doing business as Phoenix Desk and Chair Co., vs. South- dent 
ern Pacific et al., Examiner William J. Harris said the Com. under: 
mission should find rates charged on shipments of desks and impro 
tables, in carloads, from Evansville, Ind., and Herkimer, N. Y,, salary 
to San Francisco, in 1920 and 1921, inapplicable and award it wa‘ 
reparation. He said it should find the rates charged on four April 
less-than-carload shipments of iron castings, from Joliet, Ill, satio1 
to Sunnyvale, Calif., applicable and dismiss the complaint, No, follov 
17392, Joshua Handy Iron Works vs. Southern Pacific, which 

is also covered by the report. salar 

Both cases required the construction of an intermediate advic 
application rule, the precise point being as to the meaning of did 1 
the word “next” as used in the rule pertaining to the application sulte 
of the rates, the whole phrase reading “next more distant sta- 
tion” to find the rate applicable to a point not named in the had 
tariff. in A 

As to the rates, Harris said the Commission should find that only 
the applicable ones on the shipments to San Francisco were 1918 
$3.32 and $3.635 from Evansville and Herkimer, respectively. 

As to the meaning of the word next, Harris said: fied 

Defendants in both cases contend that the word “next” in that sul 
part of the rule reading: ‘‘next more distant station’ means the was 
station geographically located ‘next’ to the unnamed point, and the 
that as the next stations to San Francisco and Sunnyvale are speci- by 
fied in other items as taking the same rates as San Francisco and h 
Sunnyvale the rule cannot be used. This point of view has little the 
to support it. The common, natural and reasonable interpretation the 
would be that the next more distant station, as used in Note 3 in the 
these. rules, is the next station to which a rate is specifically pro- i 
vided or applicable, in the item or items in question. The commis- ni 
sion has frequently considered cases involving the intermediate rule 
in which the phrase ‘‘next more distant station” or ‘‘next more dis- of 
tant point” was shown in a somewhat similar manner as in the cases “4 
in issue, and it appears that the use of the word “next,” as sought 
by defendants in these cases, was not applied. Such cases tend to as 
show what is the common and natural meaning of the word ‘‘next” st 
as used in these rules. Routing on Grain and Grain Products, 81 
I. C. C. 725, Diamond Match Co. vs. Director General, 92 I. C. C. 

68, R..T. Frazier Saddlery vs. Mo. Pac. R. R., 96 I. C. CG. 1. 

Defendants assert that the interpretation contended for by com- v 
Plainants results in rates never intended by the carriers. This is e 
no doubt true and was apparently caused, to a certain extent, by e 
not properly restricting the routes in connection with the rates to 1 
Portola and Calneva. On the other hand, it is clear that, in order 
to avoid responsibility for ambiguous tariff construction defendants j 
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O’FALLON RECAPTURE CASE 
The Traffic World Washington Bureau 


Increases in operating expenses of the St. Louis and O’Fallon 
and the Manufacturers’ railways in 1923 were the subject of 
jnquiry at a hearing before Examiner J. Paul Kelley July 12 
in the O’Fallon recapture case, which was argued recently be- 
fore the Commission. The case was reopened for the purpose 
of taking testimony on that subject. It was brought out that 
the salary of August Busch as chairman of the board was in- 
creased from $2,400 to $18,000 and that a payment of $25,000 
as additional compensation was made to William Cotter, presi- 
dent of the two companies, in 1923. Expense of operating a 
passenger train for the transportation of miners to coal mines 
controlled by the Adolphus Busch estate, which controls the 
two lines, also was in issue. 

In reply to interrogation by P. J. Doherty, representing the 
Commission, Mr. Busch said the additional payments were not 
made with the relation to recapture.of excess earnings of the 
O'Fallon. He said the additional compensation was voted to 
Mr. Cotter by the board of directors on account of his valuable 
services in improving the condition of the property. He said 
his own salary had been increased by the directors, after its 
earning capacity had increased, as a recognition of his services. 

According to the testimony of Mr. Cotter, he became presi- 
dent of the companies in 1916 at a salary of $12,000, with the 
understanding that it was to be increased if he succeeded in 
improving the condition of the property and its earnings. His 
salary was increased to $16,000 in 1920. At that time, he said, 
it was understood that there might be a further increase. On 
April 2, 1923, the directors voted $25,000 as additional compen- 
sation, of which $12,000 was paid in 1923, and $13,000 in the 
following January. 

Mr. Cotter said he had recommended the increase in the 
salary of Mr. Busch because of his valuable services in giving 
advice with relation to the properties. He explained that he 
did not assume full responsibility and that he purposely con- 
sulted Mr. Busch frequently. 

It was brought out that, prior to federal control, Mr. Busch 
had received $4,800 a year, but that Mr. Busch had cut this off 
in April, 1918, when Director-General McAdoo decided to retain 
only active operating officials on the government payroll. In 
1919, the salary of Mr. Busch was restored at $2,400 a year. 

As to the operation of the passenger train, Mr. Cotter testi- 
fied that he regarded the $300 a month paid for that service as 
sufficient and added that he would almost say that the charge 
was too much rather than too little. Mr. Doherty asked whether 
the charge had not been ordered increased to $1,000 a month 
by the Railroad Administration. Mr. Cotter said he understood 
that the Terminal Railroad Association of St. Louis, toward 
the end of federal control, had ordered the increase, but that 
the properties were returned shortly afterward and that the 
increase had not been collected. 

Both Mr. Busch and Mr. Cotter objected to the description 
of the $25,000 additional compensation paid to Mr. Cotter as a 


“bonus.” Mr. Doherty had asked whether the money was paid 
as a@ bonus. Both the witnesses said the money was paid for 
services. 


That the railroads are not in all instances contending for 
valuations not less than the present reproduction costs is the 
effect of argument made by Leslie Craven, of counsel for west- 
ern railroads in valuation cases, in a brief filed with the Com- 
mission in the O’Fallon case. At the time of the oral argument 
in the case, Mr. Craven: said, there was some comment on the 
part of certain of the counsel with reference to the effect upon 
the rates of the western lines, were those rates to be based upon 
a fully effective consideration of present day construction costs. 
Continuing, he said: 


Under such circumstances, we are led to make this concluding 
observation: The issue before the Commission in these proceedings is 
the straight issue of the determination of the value of the O’Fallon 
railroad in a recapture case. Obviously and for the reasons which we 
have suggested, that railroad has a value not less than the present 
full cost of its construction. Our effort here has been confined to a 
demonstration of the proposition that the prudent investment theory 
as applied to that railroad produces an uneconomic as well as un- 
lawful result. We have not discussed and have not intended to sug- 
gest how the valuation of all the western roads should be made for 
the purpose of the fixation of group rates. As a practicable matter, 
that issue is now before the Commission in the western advance rate 
case. The position of the western carriers is there defined. They are 
not requesting that rates at present be based on a full measure of 
Present day construction costs, for sufficient reasons which there 
appear, these being considerations of policy and of rate conditions 
Peculiar to that case and not pertinent here. 


TENTATIVE VALUATION REPORT 


The Chicago and Alton, the Joliet and Chicago, the Louisiana 
and Missouri River, the Kansas City, St. Louis and Chicago, and 
the Rutland, Toluca and Northern, as of June 30, 1919, total owned, 
$53,493,218; total used, $75,960,936. Included in the total used figure 
are the following valuations for used but not owned lines named 
above: Joliet and Chicago, $4,450,000; Louisiana and Missouri River, 
$3,100,000; Kansas City, St. Louis and Chicago, $10,200,000; Rutland, 
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Toluca and Northern, $600,000. On date of valuation the Chicago & 
Alton had outstanding a total par value of $125,224,497.20 in stocks 
and long-term debt of which $85,258,500 was funded debt unmatured. 
Investment in road and equipment, including land, on date of valua-- 
tion, was stated on the carrier’s books as $119,958,671.61. With read- 
justments required by the Commission’s accounting examination this 
would be reduced to $117,109,684.17. Cost of reproduction new of total 
owned property was fixed at $53,378,958, and of total used property, 
$74,303,387. Cost of reproduction less depreciation of total owned 
propery was fixed at $39,754,469, and of total used property, $56,- 


FINAL VALUATION REPORTS 


Valuation docket No. 18, Georgia Northern Railway Co., opinion 


No. B-322, 110 I. C. C. 742-55, final value for rate making purposes 


of property owned and used for common carrier purposes, $857,868. 
as of June 30, 1915. 

Valuation docket No. 474, Fairport, Painesville & Eastern Rail- 
road Company, opinion No. B-311, 110 I. C. C. 692-709, final value, for 
rate-making purposes, of property owned and used for common car- 
5 vorposes $170,125; property used but not owned, $3,500, as of 

une 30, 3 


ASKS FOR DEVELOPMENT COST 
The Traffic World Washington Bureau 


At arguments, on July 15, on the tentative valuation of the 
property of the Virginian before division 1, Robert Tunstall, for 
the railroad company, asked the Commission to review its own 
decisions and those of the Supreme Court of the United States 
in respect of allowances, in valuations for “development cost.” 
The Commission, in all cases, has refused to make any allow- 
ance, citing as its authority for that refusal, the decision of the 
Supreme Court in what is known to valuation men as the Gal- 
veston Gas case. The Commission has read that decision as 
eliminating the “development cost” theory. 

In his argument Mr. Tunstall contended that the court did 


- not prescribe allowance for development cost as one that should 


never be made in any valuation. E. D. Lewis, arguing for the 
Commission’s Bureau of Valuation, contended that the Galveston 
case required the Commission to disregard what was known as 
development cost. 

Development cost was defined as that deficiency from a 
normal return in the development period of the property lasting 
until the time when the carrier had reached a reasonable return. 
In the case of the Virginian that development period was said 
to be seven years ending with the valuation day, June 30, 1916. 
The deficiency was estimated at $8,000,000. That sum, it was 
contended, should be added to the tentative valuation. That 
tentative valuation was fixed by the Bureau at $53,000,000. The 
railroad company claims its property to have a value of 
$75,000,000. 

The railroad contended for the rule, limited, however, so 
that it would only apply in the case of a railroad, which, within 
a reasonable time, earned a fair return or more, so as to give 
the builders of such a road a return in the development period 
inasmuch as, under the recapture part of the law it was never 
given an opportunity to recoup the loss falling on its stockhold- 
ers in that development period. Allowance for development cost 
would give the benefit of a fair return to the builders of a suc- 
cessful railroad a fair return from the time of its construction, 
instead of, under the recapture method of dealing with success- 
ful railroads, from the day it began actually earning a fair re- 
turn. The answer on the part of opponents of the development 
cost allowance theory is that allowance of interest in the con- 
struction period and allowances of other character in the develop- 
ment period take care of the interests of those who furnish 
money for roads that show success in a short time. 

Application of that theory, without limit, it was suggested, 
in a comparatively short time, might show some chronically 
bankrupt road as being of a greater value than the Pennsylvania. 


LEASE OF VIRGINIAN 
The Trafic World Washington Bureau 


Arguments in opposition to the lease of the Virginian by 
the Norfolk & Western, in favor of conditions should the lease 
be approved by the Commission and the closing of the case 
by advocates of the lease were made at the afternoon session 
of July 8 by W. S. Bronson, for the C. & O., and C. B. Garnett, 
for the city of Norfolk; W. J. Henson, city of Roanoke; E. H. 
Scott, the Alpha-Poca Coal Company; H. E. DeJarnette and 
Hartley Sanders, for the city of Princeton; Leon M. Bazile, 
for the commonwealth of Virgina, and the Virginia Corporation 
Commission, and W. R. Staples, for the applicant. 

The Chesapeake & Ohio arguments against the proposed 
lease were based largely upon allegations that no showing had 
been made and that the public interest would be served by 
turning the road over to the Norfolk & Western, while there 
was a showing that the public interest would be served by al- 
lotting the road to the Chesapeake & Ohio; and that there 
would be no substantial savings were the Norfolk & Western 
to acquire the property. 

Nearly all the opposition to the lease by Virginia communi- 
ties was based upon the fear of each community being made a 
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one-railroad point. The communities along the Virginian, par- 
ticularly Princeton, contended that they gave aid to the Vir- 
ginian and developed business, relying upon the assertions of 
the promoters of the Virginian that they were building a trunk 
line which would look to the westward for its principal con- 
nections and traffic alliances. Mr. Sanders said that Princeton 
had been built from a community of 400 persons, with an 
assessed property value of $20,000 in 1905 to a community of 
10,000 persons with an assessed property valuation of more 
than $8,000,000 in 1925. He estimated that if the lease were 
approved that property values in Princeton would shrink more 
than fifty per cent. 

Mr. Scott said that if the lease were approved it should be 
qualified with terms and conditions such as to preclude the 
taking of coal mines on the Virginian out of their environment. 

Mr. DeJarnette contended that no damage would be done 
to either railroad by disapproval of the lease and that it was 
doubtful if there would be benefit for either by approval. The 
Norfolk & Western, he claimed, had shown no need for the Vir- 
ginian and that the only possible benefit would be that flowing 
from the destruction of competition in the Winding Gulf region 
in which Princeton is located. Princeton, he said, if the lease 
‘ were approved, would be only a sidetrack on the Norfolk & 
Western. 

Mr. Bazile argued the propositions that the transportation 
act did not permit the consolidation of the two railroads and 
that if it purported to do so it was unconstitutional and that 
neither railroad was competent, under the constitution and laws 
of Virginia, to make the lease. In addition, he said, the public 
interest would not be served by the lease. He discussed cases 
which have been cited in nearly every case that has arisen 
under the merger, consolidation and abandonment parts of the 
transportation act, attributing vigor to some of them, which 
later decisions of the Supreme Court, according to the con- 
tentions of the other side, they never had. 

In conclusion Mr. Staples said that the legislature of Vir- 
ginia could not repeal the transportation act and that to at- 
tribute the force to the laws of Virginia that Mr. Bazile had 
claimed, would mean that the Commission could do nothing 
under the transportation act because its hands were tied by 
Virginia. As to the competition that would be destroyed by 
the merging of the Virginian with the Chesapeake & Ohio and 
the leasing of the Virginian by the Norfolk & Western, he said 
the competitive tonnage of the Chesapeake & Ohio and Vir- 
ginian, in 1924, was 8,000,000 tons, while the competitive ton- 
nage handled by the Virginian and the Norfolk & Western in 
that year was only 300,000. 


COMMISSION ORDERS 


The effective date of the order of May 10, 1926, in No. 16170 
(and Sub. No. 1), Eastern Lime Manufacturers’ Traffic Bureau 
et al. vs. Akron & Barberton Belt Railroad et al., has been post- 
poned until November 20, 1926. 

The petition filed June 18, 1926, in No. 13413, in the matter 
of automatic train control devices, by the Chicago & Eastern 
Illinois Railway for permission to operate trains and locomo- 
tives over the tracks of the Cleveland, Cincinnati, Chicago & 
St. Louis Railway between Pana, Ill., and Bridge Junction, IIl., 
until November 1, 1926, without such locomotives being equipped 
with autothatic train control apparatus of the type being in- 
stalled on the Big Four, has been granted by the Commission. 

The order entered in No. 13413, in the matter of automatic 
train control devices, has been modified so as to provide that 
the effective date for fulfillment thereof shall be November 1, 
1926, with respect to the Chicago, Rock Island & Pacific Railway. 

The Central Leather Company, Elk Tanning Company and 
Union Tanning Company have been permitted to intervene in 
No 18022, J. G. Curtis Leather Company vs. Pennsylvania Rail- 
road et al. * 

The Chamber of Commerce of Shreveport, La., has been 
permitted to intervene in No. 18178, Foster and Glassell Com- 
pany, Inc., vs. Kansas City Southern Railway et al. 

The Commission has denied the petition filed by Armour 
& Company in No. 14106, Sterling Salt Company vs. Ann Arbor 
Railroad Company et al., and the nineteen other cases grouped 
therewith, for rehearing or further hearing. 

The Central Leather Company, Elk Tanning Company and 
Union Tanning Company have been permitted to intervene in 
No 18216, National Leather Company vs. Santa Fe et al. 

The Hawley Pulp and Paper Company and Columbia River 
Paper Mills have been permitted to intervene in No. 18232, 
Crown Willamette Paper Company vs. Northern Pacific et al. 

The Perry Coal Company, Liberty Coal and Mining Com- 
pany, Lumaghi Coal Company, Groom Coal Company, Ellis and 
Richmer Coal Company, Quality Coal and Mining Company, 
Fullerton Coal Company, Eldnar Coal Company, Howard E. 
Miller, New National Coal and Mining Company, Lou Nash 
Coal Company, People’s Coal Company, New Castle Coal Com- 
pany, Madison County Mining Company, Troy Coal Company, 
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and Business Men’s Association of South St. Louis have beep 
permitted to intervene in No. 18268, St. Louis Chamber of Com. 
merce vs. Alton and Southern et al. 

The American Steel & Wire Company, American Bridge 
Company, American Sheet & Tin Plate Company, Carnegie Stee] 
Company, Illinois Steel Company, Lorain Steel Company, Na. 
tional Tube Company, Tennessee Coal, Iron & Railroad Company 
have been permitted to intervene in No. 18163, National Asso- 
ciation of Waste Material Dealers, Incorporated, vs. Aberdeen 
and Rockfish Railroad et al. 

Bell and Zoller Coal Company, Chicago, Wilmington and 
Franklin Coal Company, C. W. & F. Mining Company, Cosgrove 


‘and Company, Inc., Crerar Clinch Coal Company, Franklin 


County Coal Company, Saline County Coal Corporation and Was- 
son Coal Company have been permitted to intervene in No. 18025, 
Old Ben Coal Corporation vs. Alabama & Vicksburg et al. 

The White Eagle Oil and Refining Company has been per. 
mitted to intervene in No. 18253, the Texas Company vs. Aber- 
deen and Rockfish Railroad et al. 

The Procter & Gamble Company has been permitted to in- 
tervene in No. 18296, Norfolk Tallow Company et al. vs. Chesa- 
peake & Ohio Railway et al. 

The Western Union Telegraph Company has been permitted 
to intervene in valuation No. 811, Live Oak, Perry & Gulf Rail- 
road Company. 

The Commission has denied the Western Union Telegraph 
Company permission to intervene in valuation No. 821, Virginia 
& Truckee Railway. 

The Red Star Milling Company has been permitted to inter- 
vene in No. 17477, St. Joseph Grain Exchange et al. vs. Abilene 
and Southern Railway et al. 

The Board of Railroad Commissioners of the State of South 
Dakota has been permitted to intervene in No. 17901, Turner 
Creamery Company vs. Chicago, Milwaukee & St. Paul Railway. 

The Abbotsford Lumber, Mining & Development Company, 
Blue Mountain Lumber Company, Bohemia Lumber Company, 
Chapman Lumber Company, Eastern Railway and Lumber Com- 
pany, Fischer Lumber Company, Hammond Lumber Company 
and Shanghai Building Company have been permitted to inter- 
vene in No. 17986, Coast Fir & Cedar Products Company et al. 
vs. Canadian Pacific Railway et al. 

The Buffalo Bolt Company, Buffalo Chamber of Commerce, 
Donner Steel Company, Incorporated, Seneca Iron and Steel 
Company and Wickwire-Spencer Steel Company have been per- 
mitted to intervene in No. 18031, the American Motor Body Cor- 
poration et al. vs. Baltimore & Ohio Railroad et al. 

The Butler Manufacturing Company has been permitted to 
intervene in No. 18046, Nichols Wire, Sheet and Hardware Com- 
pany et al. vs. Santa Fe et al. 

The Atlantic Refining Company has been permitted to inter- 
vene in No. 18253, the Texas Company vs. Aberdeen & Rockfish 
et al. 

The Oil Refiners’ Division of the Chamber of Commerce of 
Shreveport, La., has been permitted to intervene in No. 18253 
(and Sub. Nos. 1 and 2), the Texas Company vs. Aberdeen & 
Rockfish et al. 

Berghoff Products Company has been permitted to intervene 
in No. 18207, Cliquot Club Company et al. vs. Atlantic Coast 
Line Railroad et al. 

The Louisville Live Stock Exchange has been permitted to 
intervene in No. 18362, Ohio Farm Bureau Federation et al. vs. 
Akron, Canton & Youngstown et al. 

The order of June 13, 1922, and January 14, 1922, entered 
in No. 13413, in the matter of automatic train control devices, 
have been modified so as to provide that the effective date for 
the fulfillment thereof shall be December 31, 1926, with respect 
to the Erie Railroad Company. . 

By an amendment to the order in No. 13413, in the matter 
of automatic train control devices, the Chicago, Milwaukee & 
St. Paul Railway may install an automatie train-stop or train- 
control device upon that portion of its line between La Crosse, 
Wis., and Portage, Wis., and the effective date for fulfillment 
of the order of January 14, 1924, has been changed to December 
31, 1926. 

Armour and Company has been permitted to intervene in 
No. 18285, Swift & Company vs. St. Louis-San Francisco et al. 


The complainant’s petition for rehearing in No. 12596, 
Pressed Steel Car Company vs. Director-General, as agent, the 
Baltimore and Ohio, et al., is denied. 

The Commission has denied the petition of parties to No. 
14940, application of rates on cotton to gulf ports, No. 13991, 
Weatherford Crump & Company vs. Abilene & Southern et al, 
and No. 11965, Galveston Commercial Association et al. vs. Ala- 
bama & Vicksburg et al., for summary dismissal thereof and for 
issuance of mandatory order requiring removal of the undue 
prejudice heretofore found to exist. 

The Western Union Telegraph Company has been permitted 
to intervene in Valuation No. 822, The Denver Union Terminal 


Railway, and Valuation No. 824, Atchison Union Depot & Rail- 
road Company. 
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The Hutchinson Produce Company and Eagan Produce Com- 
pany have been permitted to intervene in No. 18191, Grovier- 
3tarr Produce Company vs. Santa Fe et al. 

The Chamber of Commerce of Shreveport, La. has been per- 
mitted to intervene in No, 18203, American Maid Flour Mills 
et al. vs. Abilene and Southern et al. 

The Board of Trade of Cairo, Ill., has been permitted to 
intervene in No. 18359, the Atchison Board of Trade et al. vs. 
Abilene and Southern et al. 

The Chamber of Commerce of El Dorado, Ark., Lion Oil Re- 
fining Company, Ouachita Valley Refining Company, Root Re- 
fineries, Newark Refining Company, Kettle Creek Refining Com- 
any and Simms Oil Company have been permitted to intervene 
in No. 18366, Gibson Oil Company vs. Arkansas Western et al. 

The Chamber of Commerce of Shreveport, La., has been 
permitted to intervene in No. 18081, Imperial Sugar Company 
vs. Sugar Land Railway et al. 

The Commission has denied the petition of defendants for 
modification of the order in No. 9702, Mémphis-Southwestern 
Investigation and companion cases. 

The Louisville Board of Trade has been permitted to inter- 
vene in No. 18061, Trans-Continental Oil Company vs. Alabama 
& Vicksburg et al. 

The Mexican Petroleum Corporation of Louisiana, Inc., has 
been permitted to intervene in No. 18333, the Continental Roof- 
ing and Manufacturing Company vs. Gulf and Ship Island Rail- 
road et al. 

The Ash Grove Lime & Portland Cement Company has been 
permitted to intervene in No. 17854 (Sub. No. 1), the Fredonia 
Portland Cement Company (of Delaware) et al. vs. Santa Fe 
et al. 

The defendants’ petition for reopening and reconsideration 
in No. 15635, the Wichita Chamber of Commerce et al. vs. Ala- 
bama & Vicksburg et al., has been denied. 

The Commission has denied the petition of defendants in 
No. 15775, Arizona Hay Traffic Association vs. Arizona Eastern 
et al., for rehearing and oral argument. 

The Commission has denied the petition of complainant in 
No. 16181 (and Sub. No. 1), Bailey Company vs. Illinois Central 
et al., for reargument. 

The Commission has reopened for reconsideration -on the 
record as.made, No. 16181, and Sub. No. 1 thereto, Bailey Com- 
pany vs. Illinois Central et al. 

The Commission has denied the petition of complainants for 
further hearing in No. 15148, Pacific Coast Shippers’ Association 
et al. vs. Director-General as agent. 

The Commission has denied the defendant’s motion to dis- 
miss the complaint in No. 17985, Express Publishing Company 
vs. Galveston, Harrisburg & San Antonio Railway. 

The complainant’s petition in No. 10757, N. Z. Graves, Inc., 
vs. Western & Atlantic Railroad, Director-General, et al., for 
an order directing payment of reparation, has been denied. 

The Commission has denied the Western Union Telegraph 
Company permission to intervene in valuation No. 809, Detroit 
& Mackinac Railway, and valuation No. 810, the Wabash, Ches- 
ter and Western Railway. 

The complainant’s petition for modification of the report 
and order entered in No. 16220, Was-cott Corporation vs. Kana- 
haw, Glen Jean and Eastern Railroad et al., has been denied. 

The complainant’s petition for rehearing in No. 14983, Amer- 
ican Association of Nurserymen vs. American Railway Express 
Company, has been denied. 


The petition of the Atlantic Coast Line Railroad in No. 
13514, Blackshear Manufacturing Company vs. Atlantic Caast 
Line Railroad et al., for modification of the order therein, has 
been denied. 


The Commission has denied the petition of Certain-teed 
Products Corporation, intervener, in No. 16320, Congoleum-Nairn, 
Incorporated, vs. Chicago & North Western Railway et al., for 
rehearing and/or reargument. 

The complainant’s petition for reargument in No. 15414, 
Marcellus & Otisco Company vs. New York. Central Railroad, 
has been denied. 

The Commission has denied the complainant’s petition for 
rehearing in No. 16904, J..B. Williams Company vs. Central New 
England et al.; No. 16453, International Shoe Company vs. Balti- 
more & Ohio Railroad et al. 

The Commission has reopened for reconsideration, upon 
the record as made, No. 16744, Montgomery Cotton Exchange 
et al. vs. Louisville & Nashville Railroad. 

By a supplemental order, the effective date of the order en- 
tered in No. 16216 (and Sub. No. 1), Clements Paper Company 
et al. vs. Tennessee Central Railway et al., on May 22, 1926, has 
been extended from August 12, 1926, to August 27, 1926. 

The American Feed Manufacturers’ Association and State 
Corporation Commission of New Mexico have been permitted 
to intervene in No. 18379, Texas Cottonseed Crushers’ Associa- 
tion et al. vs. Aberdeen and Rockfish Railroad et al. 

The Arkansas Cottonseed Crushers’ Association and the 
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Buckeye Cotton Oil Company have been permitted to intervene 
in No. 18379, Texas Cottonseed Crushers’ Association et al. vs. 
Aberdeen and Rockfish Railroad et al. 

The Perry Coal Company, Liberty Coal and Mining Company, 
Lumaghi Coal Company, Groom Coal Company, Ellis and Rich- 
mer Coal Company, Quality Coal and Mining Company, Fullerton 
Coal Company, Eldnar Coal Company, Howard E. Miller, New 
National Coal and Mining Company, Lou Nash Coal Company, 
Peoples Coal Company, New Castle Coal Company, Madison 
County Mining Company, and Troy Coal Company have been 
permitted to intervene in No. 17994 (Sub. No. 1), Illinois Coal 
Traffic Bureau vs. Alton and Southern Railroad et al. 

The Oil Refiners’ Division of Chamber of Commerce of 
Shreveport, La., and White Eagle Oil and Refining Company 
have been permitted to intervene in No. 18199, Standard Oil 
Company (Kentucky) vs. Alabama and Vicksburg et al. 

Armour and Company has been permitted to intervene in 
No. 18281, Ridenour-Baker Grocery Company et al. vs. Santa Fe 
et al. 

The Buckeye Cotton Oil Company has been permitted to 
intervene in No. 18026, Arkansas Cotton Seed Crushers’ Asso- 
ciation vs. Akron, Canton & Youngstown et al. 

The H. H. Carter Lumber Company, Jacob Gehron Company, 
Inc., The Cumberland Cement & Supply Company, Stresbilt Tile 
Company, Inc., Central Supply Company, Fries, Beall & Sharp 
Company, Inc., Thorn Lumber Company, G. A. May and Pen 
Mar Company, Inc., have been permitted to intervene in No. 
18150, North American Cement Corporation vs. Akron & Bar- 
berton Belt Railroad et al. 

The Des Moines Board of Trade and Greater Des Moines 
Committee, Incorporated, have been permitted to intervene in 
No. 18359, The Atchison Board of Trade et al. vs. Abilene and 
Southern Railway et al. 

The Board of Trade of the City of Chicago has been per- 
mitted to intervene in No. 18359, The Atchison Board of Trade 
et al. vs. Abilene and Southern et al. 

The Brewerton Coal Company, The Buckley Coal Company, 
The Central Illinois Coal Mining Company, The Chicago-Spring- 
field Coal Company, The Peerless Coal Company, The Panther 
Creek Mines, Inc., The Peabody Coal Company, The Sangamon 
Coal Company, The Spring Creek Coal Company, The West End 
Coal Company and The New North Coal Mining Company have 
been permitted to.intervene in No. 18025, Old Ben Coal Corpora- 
tion vs. Alabama & Vicksburg Railway et al. 

The Elberta Crate Company has been permitted to intervene 
in No. 18364, Georgia Public Service Commission vs. Atlantic 
Coast Line Railroad. 

The order entered in No. 13413, in the matter of automatic 
train control devices, on January 14, 1924, has been modified 
so as to provide that the effective date for fulfillment thereof 
shall be January 1, 1927, with respect to the New York, New 
Haven and Hartford Railroad. 

The order entered in No. 13413, in the matter of automatic 
train control devices, on January 14, 1924, has been modified 
so as to provide that the effective date for fulfillment thereof 
shall be December 31, 1926, with respect to the Delaware, Lack- 
awanna & Western Railroad. 

The order entered in No. 13413, in the matter of automatic 
train control devices, on January 14, 1924, has been modified 
so as to provide that the effective date for fulfillment thereof 
shall be January 1, 1927, with respect to the Chicago and North 
Western Railway. 

The order entered in No. 13413, in the matter of automatic 
train control devices, on January 14, 1924, has been modified so 
as to provide that the effective date for fulfillment thereof shall 
be December 31, 1926, with respect to the Lehigh Valley Railroad. 


A. B. & A. REORGANIZATION CASE 


Argument on the application of the Atlanta, Birmingham & 
Coast to acquire the Atlanta, Birmingham & Atlantic which the 
Atlantic Coast Line will control if the A. B. & A. reorganization 
plan goes through, was heard by division 4 of the Commission , 
July 14. : 

Charles E. Cotterill, representing the stockholders’ protec- 
tive committee, said the proposed terms failed to take into con- 
sideration the improved condition of the A. B. & A., and that, 
while the road had been formerly generally regarded as a “weak 
sister,” it had materially recovered from difficulties faced by it 
in recent years. He said the proposed terms were grossly in- 
adequate. 

The application was supported by George B. Elliott, vice- 
president and general counsel of the Atlantic Coast Line, and 
J. A. Fowler, representing the bondholders’ committee. The 
latter said the bondholders had approved the plan. Mr. Elliott 
said the road served 200,000 people dependent on it for transpor- 
tation and that previous efforts to rehabilitate the property had 
not been successful. He argued to the effect that the proposed 
plan, under which the Atlantic Coast Line would control the 
abe ied was the only method of disposing of the property at 
this time. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


| 
ests taken from Reporters and Digests of National Reporter 
' ystem, published by West Publishing Co., St. Paul, Minn. 

Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Supreme Court of Michigan.) Railroad company held not 
liable to buyer of order bill of lading, which recited that car 
contained sacked beans of weight that would require 360 sacks, 
and that shipper loaded and counted bags, and that contents 
were unknown, though car actually contained only 16 sacks, in 
view of federal Uniform Bill of Lading Act, Secs. 21, 22 (U. S. 
Comp. St., Secs. 8604k, 8604kk). (People’s Sav. Bank of Sag- 
inaw vs. Pere Marquette Ry. Co., 209 N. W. Rep. 182). 

Buyer of order bill of lading, who knew that letters “SLC” 
thereon indicated that shipper had loaded and counted pack- 
ages, held not innocent purchaser, where car contained less than 
amount indicated.—lIbid. 

Where both parties requested directed verdict, neither can 
claim there was question of fact for jury.—Ibid. 


BILLS OF LADING 


(Supreme Court of Colorado.) Assignment of bill of lading 
by indorsement or delivery, with intent to transfer interest, 
gives right in property represented superior to that of subse- 
quent creditor of shipper by attachment, execution, or other- 


wise. (First Nat. Bank of McKinney, Tex., vs. Hammer; 246 
Pac. Rep. 272). 


TELEGRAPHS AND TELEPHONES 


(Court of Civil Appeals of Texas, Galveston.) Negligence 
of telegraph company in delaying delivery of message received 
on Sunday in small town, where several other persons had 
same name as addressee, who was prevented from attending 
father’s funeral by such delay, held for jury. (Western Union 
Telegraph Co. vs. Williams et al., 283 S. W. Rep. 604). 

In action against telegraph company for delay in delivering 
telegraph, evidence that messenger boy had known addressee 
for ‘years held material as bearing on his credibility as witness. 
—Ibid. 

That messenger boy had known addressee of telegram for 
number of years cannot be considered as evidence of telegraph 
company’s negligence in failing to deliver such telegram.—lIbid. 

Knowledge of agent, not acquired in performance of duties 
of employment, cannot be imputed to principal.—tIbid. 











Miscellaneous Decisions | 
Traffic Cases Recently Decided by State and Federal Courts | 





(Digests taken from Reporters and ests of National Reporter 
System, published by West Paso, Co., St. Paul, Minn. 
’ Copyright by West Publishing Co.) 


REGULATION OF COMMON CARRIERS 


(Supreme Court of New Hampshire, Hillsborough.) Where 
a statute is susceptible of two interpretations, one of which 
renders it unconstitutional, that construction will be adopted 
which upholds its constitutionality. (Haselton Co. Sol., vs. In- 
terstate Stage Lines, Inc., 133 Atl. Rep. 451). 

Presumption is that the Legislature intends to keep within 
constitutional limits and to restrict operation of acts to cases 
where they will have effect consistently therewith.—Ibid. 

In interpretation of a statute, circumstances under which 
language is used, evil to be remedied, and object sought are 
material evidence.—Ibid. 

Business sought to be regulated by Laws N. H. 1919, c. 86, 
prohibiting business of transporting passengers for hire along 
a regular route without permission from Public Service Com- 
mission, in view of amendment thereto of Laws N. H. 1921, c. 
59, held to be that usually conducted by street railways in in- 
trastate traffic only, and not interstate traffic protected by Const. 
U. S. art. 1, Sec 8.—Ibid. 

Judicial notice can be taken that situation resulting in en- 
actment of Laws 1919, c. 86, regulating transportation of passen- 
gers for hire in motor vehicles, was the advent of the “jitney,” 
operations of which were confined to carriage of passengers on 
streets of cities and larger towns.—Ibid. 

General acts, prospective in operation, apply alike to per- 
sons, subjects, and business within their general purview and 
scope existent at time of enactment, and to those coming into 


existence subsequent to their passage.—Ibid. 









Vol. XXXVIII, No, 3 


Receiving and discharging intrastate passengers at points 
within state by interstate stage line held to be a receiving anq 
discharging of passengers at termini of regular route withip 
Laws 1919, c. 86, as amended by Laws 1921, c. 59, regulating 
business of transporting passengers for hire.—Ibid. 


Since Laws 1919, c. 86, as amended by Laws 1921, c. 59 
only forbids business of a common carrier of passengers until 
permission therefor has been granted, contention that it deals 
wholly with physical operation of vehicles of the carrier, ang 


therefore invades his constitutional right to the highway, js 
without merit.—Ibid. 


Even though purely intrastate carriage of passengers by an 
interstate carrier may be within the commerce clause of the 
federal Constitution (article 1, Sec. 8), such clause is not self. 
executing, and, in absence of federal legislation, the state may 
regulate intrastate business of such carrier.—Ibid. 


Since duties of interstate motor stage line do not impose on 
its obligation to conduct intrastate business, order enjoining it 
from receiving intrastate passengers until granted permission 
therefor under Laws N. H. 1919, c. 86, held not an interference 
with interstate commerce, infringing commerce clause of the 
federal Constitution (article 1, Sec. 8).—Ibid. 











Shipping Decisions | 
Cases Recently Decided by State and Federal Courts | 
(Digests taken from and Digests of National R: 


Ss: Dinhed E West Publishing Co., St. Paul, M 
ystem, publi: y West i o., St. Paul, Minn. 
Copyright by West Publishing Co.) 





(Supreme Judicial Court of Massachusetts, Norfolk.) Bailee 
is liable only for negligence, unless by express agreement his 
liability is enlarged. (Amiro vs. Crowley, 152 N. E. Rep. 78). 


Agreement of charterer warranting that during term of 
charter vessel should be kept seaworthy and fit, and that he 
would indemnify plaintiff for any expense therefor, did not 
guarantee safe return of vessel, and loss by perils of the sea 


without negligence excused him from his obligation to keep 
vessel seaworthy.—Ibid. 


Finding that owner of vessel did not intend that it should 


be used for unlawful carriage of liquor held to eliminate defense 
of illegality in charter therefor.—Ibid. 


(Court of Civil Appeals of Texas, Texarkana.) In absence 
of evidence to contrary, carrier is presumed to know manner in 
which cargo of rice is loaded on his barge when he accepts it 
and issues bill of lading. (Abbott vs. Tompkins, 283 S. W. 
Rep. 647). 

Tarpaulins used for covering cargo of rice in a barge are 
presumed spread under direction of carrier.—Ibid. 


In absence of restrictions by contract, a common carrier is 
liable as an insurer for the loss of goods received for trans- 
portation, unless the loss occurred by (1) act of God, (2) public 


enemy, (3) inherent defect in the goods, or (4) shipper’s neg- 
ligence.—Ibid. 


Carrier may refuse to accept goods for transportation when 


loading is done by shipper in an improper or unsafe manner.— 
Ibid. 


If a carrier, with full knowledge of the manner in which 
loading was done, accept shipment without objection, the ship- 


per may assume that the manner of loading is satisfactory to 
carrier.—Ibid. . 


Protection from ordinary weather conditions is a common- 
law duty of a carrier.—Ibid. 


That shipper loaded rice on barges flat, which caused rain 
water to run under its coverings, and injure the cargo, held 
not to relieve carrier from liability for the damage, as, having 


accepted the cargo, he was bound to fulfill his duty to protect 
it from ordinary weather conditions.—Ibid. 


(District Court, E. D. New York.) Where a boat is injured 
while in possession of a charterer, the general burden of proof 
to establish his liability therefor rests on the owner; but if the 
charter, expressly or by implication, requires the charterer to 
use reasonable care, there is a presumption that the injury was 
due to his fault or negligence, and the burden is on him to over- 
come such presumption. (Schoonmaker-Conners Co., Inc., vs. 
New York Cent. R. Co., 12 Fed. Rep. (2nd) 314). 


Injury to a barge under charter requiring its return in as 
good condition as when received, less ordinary wear and tear, 
held due to negligence of the charterer’s tug in leaving it and 
another moored in a slip in such position that they pounded 
together in the swells.—lIbid. 

A “catch time charter” is one under which compensation is 
paid for time boat is actually used.—Ibid. 
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MINNESOTA MOVING VAN CASE 


The Minnesota Supreme Court, in Minnesota vs. Boyd Trans- 
fer & Storage Company, July 9, reversed a state district court 
decision upholding an order of the Minnesota Railroad and 
Warehouse Commission directing the transfer company, ‘oper- 
ating moving van, to desist from specified operations until it 
should have procured a certificate of convenience and necessity. 
The commission’s order was based upon the assumption that 
the state’s so-called auto transportation company law covered 
the operations of a moving van company operating in Minne- 
apolis and to other cities. As reported in John E. Benton’s 
pulletin to the members of the National Association of Railroad 
and Utilities Commissioners, the Minnesota Supreme Court, in 
part, said: : 


The administration and enforcement of the law are confined to 
the Railroad and Warehouse Commission and section five provides 
re auto transportation company shall hereafter operate for 
the transportation of persons or property for hire as a common Car- 
rier on any public highway without first having obtained from the 
Commission * * * a certificate declaring that public convenience and 
necessity requires such: operation.” 

The scope of the phrase “auto transportation company” is limited 
py Sub. (g) of Sec. 2 to those operating ‘“‘for compensation as com- 
mon carriers over any public highway in this state between fixed 
termini or over a regular route.” So if defendant is not a common 
carrier, or being one, does not operate on the public highways ‘“‘be- 
tween fixed termini or over a regular route,” it is not subject to 

statute. 
oi There is no attempt to convert any private carrier into a common 
carrier, nor to impose the duties and liabilities of the latter on any 
one not already self-subjected thereto. The restriction to common 
carriers seems unnecessary for it seems never to have been doubted 
that, with respect to the use of public highways for their own busi- 
ness, private as well as common carriers are subject to government 
regulation. Michigan Public Utilities Commission vs. Duke, 266 U. S. 
570, 69 UL. Ed. 445; Frost vs. Railroad Commission of California, 
_.ee U. S. «eee (Opinion filed 6-7-26). * * * 

We assume, without deciding, that, as to its trucking of house- 
hold goods from Minneapolis to other points, defendant is a common 
carrier. We have stated the facts fully simply as an introduction to 
the one question, the decision of which is necessary. 

9. Even if it is a common carrier, defendant is not subject to 
the act unless it is transporting goods ‘‘between fixed termini or over 
a regular route.” The quoted phrase is declared by subd. (g) of 
Sec. 2 to “‘mean the termini or route between or over which any auto 
transportation company usually or ordinarily operates any motor 
vehicle, even though there may be departures from* said termini or 
route.”’ i 

We take the statue to mean that in order to come within its 
purview a business must be confined, through custom or predetermined 
plan, to a selected route or routes travelled habitually if not at 
stated intervals. There is nothing of that kind in this case—nothing 
regular or predetermined about either routes or termini. Recurring 
but constantly varying occasion and no preexisting plan or custom 
determine the route of each haul and it may not be followed again 
for months and in some cases not at all. 

If travel has no regular route, how can it have ‘fixed termini’ 
except as any single journey must have termini? In our opinion the 
one, in the present sense, implies the other. It is a case where the 
disjunctive ‘‘or’’ of the statute is not of controlling significance. The 
termini of defendant’s hauls are no more fixed than its routes are 
regular. They are no more fixed or regular than are those of the 
ordinary drayman. They are as much subject to the caprice of oc- 
casion and so cannot be either ‘‘fixed’’ or regular. “Fixed’’ as a 
modifier of ‘“‘termini’’ denotes predetermination, establishment and 
a degree of constancy and invariability which excludes subservience 
alone to mere occasion. Webster’s New International Dictionary; 3 
Words and Phrases 2830. * * * Judgment reversed. 


MOTOR VEHICLE INVESTIGATION 


Eighty-two thousand owners of motor truck fleets will be 
directly affected by the hearings which the Commission is to 
hold in thirteen cities on the operation of trucks and busses 
either by, in connection with, or compared with other trans- 
portation carriers, according to the National Automobile 
Chamber of Commerce. The estimate is based on companies 
operating three or more motor trucks. Of the total 28,526 


have five trucks or more, while 7,344 operate ten vehicles or 
more. 


Discussing the investigation, A. J. Brosseau, chairman of 
the chamber committee on this subject, said: 


It is only necessary to state a few facts to show how wide- 
spread the use of trucks and busses is today and-to indicate the 
timeliness of the Commission’s decision to make a _ thorough 
study into the place which they now occupy in the every day 
—~ of providing the public with complete transportation facil- 

es. 

While the bus has been a factor only for a short time, al- 
ready there are 70,000 in service. Of these, 28,000 are owned by 
6,500 companies engaged in the business of carriage for hire 
Over fixed routes and covering daily 230,000 miles of highway 
with an average of about 25 miles per trip. Twenty per cent 
of the total are owned and operated by 250 electric railway lines 
While thirty-one railroads are using busses either directly or 
a subsidiary companies. Each month sees new companies 

e 

In the purely private field, 26,751 busses are now used in 
transporting 691,000 children daily to 15,332 consolidated rural 
schools, nearly 2,000 are employed in the sight-seeing business 
and more than 500 are used by hotels. 

The truck is even more a factor but in a different way. 
With nearly 2,500,000 in service, goverment studies indicate that 
from 70 to 80 per cent are owned by private operators engaged 
in the direct distribution of commodities to their final use. The 
remainder are largely commercial or contract haulers used to 
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the same purpose with a small and apparently decreasing num- 
ber engaged purely in indiscriminate haulage for hire. Seventy- 
per cent of the movement is within an average haul of 30 miles. 
Thirty-seven railroads are now using the vehicle in terminal 
movements, ten to replace local freight trains and a similar 
number in store door delivery. 


In addition there are 17,500,000 privately owned passenger 
automobiles in the United States. 

With these facts before us, it is evident that the time has 
come for a survey of the whole field to determine in what ways 
the truck and bus can be best fitted into the transportation 
system and what special advantages their use can give both to 
the public and to other carriers. 

The part played in development of new territory, in abandon- 
ment of short rail branches, in the location of freight terminals; 
the effect upon merchants’ inventories and manufacturers’ pro- 
duction; and the question of what changes may be necessary 
in present methods of regulation, are all pertinent to the inves- 
tigation and of far reaching importance to the public in our 
judgment. 

In order to aid the commission to arrive at all the facts we 
have suggested through our Washington office that the govern- 
ment supplement its railroad questionnaire by a similar study 
directed to truck and bus operators. While the Commission has 
no power to compel answers we believe that the public interest 
will be best served if shippers and operators alike will not only 
furnish facts but will appear before the I. C. C. at those hear- 
ings held in their territory. 

In order to assure this result we are sending men into the 
field to appear before industrial, agricultural, governmental and 
other interested groups to urge their attendance. 


Mr. Brosseau announced that leading truck and bus com- 
panies had retained C. C. McChord, formerly a member -of the 
Commission, to’ study the legal questions involved and to make 
such recommendations as he might find to be of the most 
service in insuring a sound development of this new and grow- 
ing phase of transportation. 

Mr. Brosseau is president of the Mack Truck, Inc. Mem- 
bers of his committee are Alexander Legge, president Inter- 
national Harvester Co., J. C. Ritchie, president, Yellow Truck 
and Coach Co., A. H. Swayne, vice-president, General Motors 
Corporation, and Windsor T. White, chairman, board of di- 
rectors, The White Company. 


LEAGUE AND MOTOR VEHICLES 


At a meeting of the committee on highway transportation 
of the National Industrial Traffic League held in New York, July 
9, a program of procedure for the League, in regard to the 
hearings to be held by the Commission on motor vehicle oper- 
ation, was agreed on. 

Some members of the League at the various points of hear- 
ing have been asked to take the initiative in procuring wit- 
nesses, and the presenation of their testimony at the respective 
hearings, in an effort to develop all of the facts. In a letter 
to members from J. H. Beek, executive secretary, they are 
urged to get in touch with the member having charge of the 
presentation of the testimony at the point of hearing adjacent 
to them, advising him immediately of their interest in the sub- 
ject, whether they expect to attend the hearing, whether they 
will be in a position to offer testimony and, if so, to give him, 
in a general way, the substance of their testimony. 

The executive secretary tells members that the only posi- 
tion the League has taken on this subject is that it favors a 
thorough investigation of motor truck transportation in inter- 
state commerce by Congress, in order to develop all of the facts 
in connection with that service, before undertaking federal 
legislation, and that ‘it would be most unwise for the League, 
as such, to take any definite action without a clearer under- 
standing of the sort of federal regulation, if any, which would 
be in the public interest at this time.” 

He says the League recognizes its responsibility to its 
members in connection with the pending hearings and, there- 
fore, it is anxious to develop all the facts bearing on the subject 
of motor truck transportaton in interstate commerce, and, to 
that end, members having an interest in the subject, and par- 
ticularly members who are using motor truck service in their 
respective localities, are asked to cooperate in presenting their 
views to the Commission at the point of hearing most con- 
venient:-for them. 

A letter from the executive secretary and W. H. Day, chair- 
man of the committee on highway transportation, to those mem- 
bers of the League asked to take the initiative at the hearings, 
sets out the postion of the League to date, and says: 





The League feels its responsibility for having full and complete 
evidence on all phases of motor transportation in interstate commerce 
presented at these various hearings. 

With that in view you are respectifully requested to secure 
witnesses who will testify at the hearing in your city, respecting 
not only the use by shippers, but also the extent of the operation of 
motor trucks as common carriers in interstate commerce. Although 
motor truck operators are not eligible to membership in the League, 
it is our earnest desire that a complete picture be presented to the 
Commission, of the part motor trucks are playing in interstate com- 
merce, and it would seem that, unless the testimony of motor truck 
companies themselves is made a part of the record, the Commission 
will not have before it all the facts necessary upon which to base an 
intelligent recommendation for legislation. We are hopeful that, in 
addition to the testimony of shippers, you will be able to secure the 
testimony of motor truck operators. 
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In order that the Commission mzy have all .the facts, it would 
seem necessary to develop testimony along two general lines: 

lst—The advantages of motor truck service. 

2nd—Whether there is any demand or necessity in your com- 
munity for the regulation of common carrier motor truck operation 
in interstate commerce. 

While it is not necessary to indicate to you how witnesses should 
be examined, for the sake of uniformity in the presentation of testi- 
mony, we take the liberty of suggesting that, after qualifying the 
witness, he should be asked: 

1.—Do you use motor truck service and to what extent? 

2.—Why are motor trucks used instead of the rail carriers? 

3.—How do the rates charged by the motor trucks compare with 
the rates charged by the rail lines? 

4.—How does the service between the two forms of transporta- 
tion compare: 

(a) in point of time; 
(b) in respect to packing requirements; 
(c) with respect to receiving hours? 

5.—How does the flexibility of motor service compare with rail 
service (that is, the frequency of the service, the hours at which 
shipments will be picked up by the motor trucks, the difference in 
packing requirements, store-door delivery, etc.)? 

6.—What is the character of the receipt given by motor truck 
companies as compared with receipts given by railroad and express 
carriers; that is to say, do the motor truck companies assume the 
same or less liability for loss and damage than rail or express car- 
riers? 

7.—What distance, as a rule, are goods shipped by motor trucks? 
(Develop other information that would be pertinent, in connection 
with the business of each witness.) 

8.—Is there any complaint of discrimination in any form from 
shippers in your community using motor truck transportation? 

9.—Is there any demand from shippers for federal regulation of 
motor trucks in interstate commerce? If so, what is it that gives 
rise to that demand, or what is it that appears in need of correction? 

It may be that some shippers are using motor truck service now 
furnished by motor truck companies, who would, if deprived of that 
service, put on their own trucks. It would be well, therefore, to 
develop through shippers’ witnesses whether there would be any 
likelihood in the event of motor truck service being curtailed or 
discontinued, of their putting trucks of their own in service to 
handle the business that is now being handled by common carrner 
motor truck companies in interstate commerce. 

In the event of motor truck companies testifying, they should 
be asked to submit a form of their receipt, and it should be developed 
whether or not this form of receipt, as a rule, assumes more or less 
liability than the bill of lading issued by other common carriers, and 
also whether the shippers have to pay any additional rate for 
insurance, if the goods shipped exceed a certain amount of value. 

So far as we have been able to develop, shippers pay higher 
rates to the motor trucks than to the rail lines, because of the 
greater flexibility of the service. The motor trucks are giving a 
service which the rail carriers do not give; namely, store-door to 
store-door transportation. If these factors are of any importance in 
your community, they should be fully developed through witnesses 
qualified to testify on these points. 

As previously stated, the League is only endeavoring to develop 
the facts, and is not at-this time taking any position with respect to 
the enactment of legislation. It will, therefore, be quite in order for 
you to develop all sides of this question, putting on witnesses who 
may take the position that federal regulation is necessary as well 
as those who are opposed to federal regulation. It is the purpose 
of the League to be entirely neutral in its development of all the 
facts, so that the Commission may consider the subject in the light 
of all the facts. 


The members to whom this letter 


is addressed are as 
follows: 


W. H. Chandler, Mgr. Traffic Bureau, Merchants’ Association of 
N. Y.; W. H. Day, Mer., Transportation Bureau, Boston Chamber of 
Commerce; Herman Mueller, Traffic Director, St. Paul Association; 
Harry Dickinson, Commissioner, The Denver Chamber of Commerce; 
Seth Mann, Atty. & Mer. Traffic Bur., San Francisco Chamber of 
Com.; W. A. Curtin, Secretary, Portland Traffic & Trans. Assn., 
R. 8, Sawyer, Traffic Bureau, Associated Jobbers of Los Angeles: 
J. K. Moore, Commerce Counsel, Dallas Chamber of Commerce; W. R. 
Scott, Trans. Commr., Board of Trade of Kansas City; L. G. Ma- 
comber, Traffic Commr., Detroit Board of Commerce; W. S. Creighton, 
Traffic Manager, Charlotte Shippers’ & Mfrs.’ Assn.; J. H. Beek, 
Executive Secretary, The National Industrial Traffic League. 


MOTOR VEHICLE COMPETITION 


The following is a letter from President C. H. Markham, of 
the Illinois Central, to R. E. Addkison, president of the Addki- 
son Hardware Company, Jackson, Miss.: 


I have your letter of May 21 in reference to the position of the 
railroads in opposition to the operation of certain motor vehicle com- 
mon carrier lines in Mississippi. 

The Illinois Central System does not assume an attitude of general 
antagonism to all motor vehicle common carrier transportation. On 
the contrary, we are disposed to encourage its development wherever 
there is real need for the service performed. However, we do take 
the position that where existing railway service is adequate for all 
reasonable requirements motor vehicle common carriers should not 
be permitted to operate to the detriment of the railroads. 

There is an extensive field in which the operation of motor 
vehicle Common carriers is justified as an advantage to the public. 
But this field is chiefly in extending and supplementing railway serv- 
ice, rather than in competing with it. For example, motor vehicle 
common Carriers can perform a valuable service to the public by 
affording transportation facilities in regions where traffic conditions 
would not justify the expense of railway construction and operation. 
They also can function to advantage as feeders of the railroads by 
operating laterally from railway points into adjacent territory, thus 
extending the areas that enjoy convenient access to rail facilities. 
In both these ways the services of motor vehicle common carriers 
are of benefit to the public and at the same time assist: rather 
than injure the railroads. 

Another field of usefulness for motor vehicle common carriers is 
in furnishing transportation service between points served by rail- 
_ roads, but so situated that motor vehicles can afford more direct 
and more convenient service. In cases of this kind there is some con- 
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flict with railway service, but the benefits to the public in improve 
transportation outweigh any objection that might be based yy 
loss of traffic by the railroads. De 

The Illinois Central System recognizes the propriety of allowi 
motor vehicle common carrier lines to perform services such : 
have just mentioned. Our opposition is directed exclusively agaj 
lines that propose only to duplicate or replace service already being 
performed satisfactorily by the railroads. In my opinion, there is 7 
justification for the operation of motor vehicle common carrier ger! 
ice which parallels and competes with a railroad unless it is clea 
shown that the service performed by the railroad fails to meet the 
reasonable requirements of the public or that these requirements cay 
be more economically met by motor vehicles. If either of these egy, 
ditions is shown to exist, the operation of motor vehicle service Clearly 
would be to the advantage of the public and ought then to be Der. 
mitted. The right of the public to enjoy the best transportatig, 
service that can be afforded is the paramount consideration. 

But unless there is conclusive evidence that the railway Servigg 
offered is inadequate or uneconomical in comparison, the railroads q 
justly entitled to enjoy the fruits of their efforts to build up the 
territory, and their revenues should be safeguarded from the inroads 
caused by the unnecessary and injurious competition of motor vehic, 
common carriers. There is only a certain amount of local traffe 
passenger and freight, to be handled along the lines of a railroad 
The entrance of the motor vehicle carriers into this field of trang. 
portation does not produce any additional local traffic; neither dog 
it sow the seeds of enterprise that make for industrial or agriqy. 
tural growth. The motor vehicle lines come in only to take a share ¢ 
the traffic that already exists, traffic that was created and developej 
largely through the services of the railroad. 

The increased use of privately owned and operated motor vehiclg 
over improved highways has brought about a substantial reductig, 
in the volume of shorthaul passenger and freight business handle 
by the railroads. Present revenues from many local passenger trains 
for example, are not sufficient to pay the cost of furnishing th 
service, and many of these trains have had to be discontinued e. 
tirely because of the lack of patronage. If the railroads are r. 
quired to share the remaining portion of their local traffic with 
motor vehicle common carrier lines which parallel their tracks, q 
further reduction in their revenues inevitably will result, bringing 
about further curtailments in local train service. 

In opposing the establishment of motor vehicle common earrie 
lines which would parallel our rails, we believe that we are pr- 
tecting the interests of our patrons as well as the interests of the 
Illinois Central System. We do not intend to relinquish willingly 
any part of our passenger or freight service. We realize that the 
abandonment of local passenger trains, for example, means a definite 
loss in prestige and convenience for the communities formerly served, 
The local passenger train offers a dependable all-weather service for 
the transportation of passengers. By the conjunction between its 
service and the service of through trains, it enables passengers travel 
ing to distant points to purchase tickets and check baggage direct to 
their destinations. It also provides facilities for the conveyance of 
mail, express, and baggage, including newspapers. These services 
can be replaced only in part by the services of motor vehicle car- 
riers. 

The people of every community where motor vehicle service is 
proposed in competition with the railroads would do well to study 
the situation thoroughly to ascertain which of these forms of trans- 
portation is the better equipped to furnish the dependable, efficient, 
well-rounded service they require. Then they will be in a position to 
lend active and well-informed support to the transportation agency 
which they decide is better adapted to their needs. It is doubtful 
if traffic conditions justify the full operation of competing train serv- 
ice and motor vehicle service in any but exceptional cases. 

Your letter indicates to me that this study is being made by 
the people of Mississippi, and I believe they will reach a fair con- 
clusion in the matter. 


RAIL MOTOR CONFERENCE 


The Railroad Motor Transport Conference, an organization 
of railroad officers interested in motor transportation, met at 
Chicago to arrange for a meeting at Providence, R. I., August 
26, 27 and 28. The general discussion at the Chicago meeting 
affirmed the decision of the members at an earlier meeting in 
Atlantic City to assemble in New England for the purpose of 
reviewing the progress made by the Boston and Maine and the 
New York, New Haven and Hartford in solving the problem of 
co-ordinating rail and motor transportation. A sub-committee 
was appointed to draw up plans for a permanent organization 
whose name will be the Railroad Motor Transport Conference, 
and whose members may be railroad officers of any Class 1 car 
rier in the country interested in motor transportation. Arrange 
ments are being made to enable the members, at the eastern 
meeting, to inspect the truck operations of the Erie, the New 
York Central, and the Pennsylvania. 


COAL PRODUCTION AND SHIPMENT 


Production of soft coal the week ended July 3 was estimated 
at 9,523,000 net tons by the Bureau of Mines of the Department 
of Commerce. Compared with the revised figure for the pre 
ceding week, this was an increase of 323,000 tons or 3.3 per cent. 
The estimate partly was based on 155,350 cars loaded for shiP- 
ment. Production of Pennsylvania anthracite the week ended 
July 3 was estimated at 1,970,000 net tons, a decrease of 117,000 
tons or 5.6 per cent from that in the week ended June 26. 

Tidewater bituminous coal shipments the week ended July 
3, from Hampton Roads, totaled 553,369 net tons, of which 200,012 
tons were for New England delivery. 

Cars of coal forwarded over the Hudson to eastern NeW 
York and New England the week ended June 26 were reported 
as follows: Bituminous, 2,135; anthracite, 3,508. 

Bituminous coal dumped into vessels at Lake Erie ports the 
week ended July 4 totaled 1,215,950 net tons. Anthracite shipped 


from Lake Erie ports the week ended July 4 totaled 150,551 
net tons. 
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LOAN FOR NEW SHIPS 
The Traffic World Washington Bureau 


Contracts have been signed by the Shipping Board and the 
New York and Miami Steamship Corporation for a loan from 
the construction loan fund maintained by the board under sec- 
tion 11 of the merchant marine act, 1920, for an amount not 
to exceed $2,500,000, to aid in the construction of two vessels 
now, being built for the company at the shipyards of the Newport 
News Shipbuilding and Dry Dock Company, Newport News, 
ya. The vessels involved are two steel combination freight and 
passenger steamships, 394 feet 6 inches long, and are being 
constructed in accord with plans prepared by and under the 
general supervision of Theodore EH. Ferris. They are being 
puilt with special reference to their safety as passenger vessels 
and must substantially meet the requirements of the rules pre- 
scribed by the International Conference on Safety of Life at 
Sea, adopted at a convention held at London, England, Novem- 
per, 1913. Special attention is being given to the fire-protection 
and fire-fighting equipment, which equipment will include the 
Rich smoke-detecting system, by which fire in any part of the 
yessel reveals itself in the pilot house; a thermostatic alarm 
system installed in and especially adaptable to staterooms, and 
a steam smothering system by which fire in the holds may be 
put out by turning dn steam at a central point. 

The vessels will be fitted and equipped with the most mod- 
ern, the most efficient and most economical engines and ma- 
chinery and commercial appliances for the type and kind of 
vessel involved. 

The rate of interest will vary according to the service in 
which the vessels are employed. While operated in coastwise 
trade interest on the loan will be 5% per cent annually. If a 
yessel is operated in foreign trade a less rate may be charged 
for the period it is thus operated in foreign trade, but in no 
event will the rate be less than 4%, per cent. The principal is 
to be repaid in fifteen equal annual installments, with privilege 
of the borrower to pay the entire amount before maturity. 

The loan will be secured by a first mortgage on the vessels 
and also by the commitment of the Clyde Steamship Company, 
which owns all the stock of the borrowing company, the notes 
for the loan being joint and several obligations of the Clyde 
Steamship Company and the New York and Miami Steamship 
Corporation. Provision is made for the retention of the ves- 
sels under the American flag for a contract period of fifteen 
years and so long as any amount is due on this loan. They 
will be operated between ports in continental United States, or 
between ports in the United States and ports in North America 
or South America or Central America or the West Indies. They 
will be operated under charter to the Clyde Steamship Company 
and in the Florida business of that company between New York 
and Miami. 


DALTON SUCCEEDS CROWLEY 


The Trafic World Washington Burcaw 


Chairman O’Connor, when asked with respect to the change 
in the presidency of the Emergency Fleet Corporation, said that 
the change had been generally expected for some time. Con- 
tinuing, he said: 


A majority of the United States Shipping Board felt that we 
required the services of a big executive trained in organization on a 
large scale—a man who had had long experience in important execu- 
tive work. At the same time we wanted a man who had been 
actively engaged in ocean transportation. General Dalton seemed to 
us to fill the bill. His experience while in charge of the army trans- 
port service and in handling of water transportation during the war 
is common knewledge. 

General Dalton has had a vast experience in connection with the 
purchase of supplies and general business administration. His 
knowledge of and enthusiasm for a real American merchant marine 
are well known. He knows its commercial aspects and its value and 
relation to the country’s national defense. In March, 1924, the Pres- 
ident appointed a committee to study merchant mariné affairs con- 
sisting of Secretary Mellon, Secretary Weeks, Secretary Wilbur, Sec- 
retary Hoover, T. V. O’Connor, chairman of the Shipping Board, and 
Leigh C. Palmer, then president of the Emergency Fleet Corporation. 
General Dalton worked with this committee and demonstrated his 
ability in merchant marine problems. 


Mr. O’Connor was asked whether this new appointment indi- 
cated any change in policy. He replied as follows: 


There has been no change in the board’s policy of placing in the 
hands of a single executive sufficient authority for the successful. ad- 
ministration of the Fleet Corporation’s affairs, the Shipping Board 
acting as a board of directors, and that the policy as fixed by the 
board in 1924 for consolidations and ship sales involving all possible 
reduction in administrative expenses and other economies will be 
Persistently pursued. The appointment of General Dalton has the 
Support and approval of American shipping interests. The American 
merchant marine is here to stay and with General Dalton in charge 
of the administrative operating affairs we confidently expect to go 
forward in that direction. 


In his first interview with the press, after his appointment, 
General Dalton said he had definite ideas with regard to the 
establishment of a permanent merchant marine but he added 
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that the Shipping Board was the established legal agency to de- 
termine merchant marine policies. 

“As long as I am president of the Fleet Corporation,” said 
he, “I shall loyally support the Shipping Board in any policy or 
program it may adopt and shall insist upon every other member 
of the organization doing the same. The Shipping Board is the 
responsible agency under the law. There can be no question of 
a difference of opinion between that agency and its subordinate, 
the Fleet Corporation, as long as I am in charge here. I am 
here to carry out its policies. That is the spirit in which I am 
approaching the job personally, and that is the way it will be 
carried on. If it is found I cannot do this, it will be perfectly 
easy to add my name to the ever-growing list of ex-presidents of 
the Fleet Corporation.” 

General Dalton said he had long studied the merchant 
marine problem of the United States. He believed that the 
United States must have an adequate and efficient merchant 
marine in order to take its proper place in the markets of the 
world. He believes that American genius, which he said had 
beaten the world in all fields of industrial mechanics, “can beat 
them in ship operating and ship building.” The higher cost of 
building and operating American ships must be overcome by in- 
creased efficiency of the mechanical ship unit and aid in some 
form must be accorded ship builders and ship operators until 
they can meet foreign competition and make money, in his opin- 
ion. To make the merchant marine a success, the support of 
the people of the country must be obtained, he said. He said 
the farmer and the producer in the middle west were just as 
vitally interested in the matter as the people along the seaboard. 

The importance of maintaining and developing adequate 
tidewater terminals was emphasized by General Dalton. He 
said those links between domestic railroad transportation and 
ocean transportation had not in the past obtained the attention 
they deserved, in his opinion. Replacement of ships also must 
be provided for, he said. 

General Dalton said July 9 he had nothing to say at that 
time with reference to changes in personnel of the Fleet Cor- 
poration. 

Brigadier-General A. C. Dalton, the new president of the 
Fleet Corporation, is 58 years old, a native of Indiana, and his 
legal residence is New York City. He enlisted in the United 
States Army in 1889 and became a second lieutenant of infantry 
in 1891. He there- 
after became a 
first lieutenant, 
captain, major, 
lieutenant - colonel 
and colonel. He 
became a briga- 
dier-general in the 
World War. He 
was appointed 
assistant quarter- 
master general, 
rank of brigadier- 
general, Decem- 
ber 8, 1922. He 
had special ex- 
perience in trans- 
portation and 
construction,  in- 
cluding army 
transport service, 
Cuban expedition, 
1906, and Vera 
Cruz expedition in 
1914. He was 
identified with 
the organization 
of the overseas 
shipping depot at 
Philadelphia in 
mii. Be was 
general superin- 
tendent, army 
transport service, 
New York, Octo- 
bar, 1917, to 
November, 1918, including supervision of activities pertaining 
to the chartering, conversion, equipping, and operating of ves- 
sels of the army transport service, and allied water transporta- 
tion activities; operation of docks, railway terminals, and 
storage facilities, utilized by the embarkation service in the 
New York area. He was awarded the Distinguished Service 
Medal for this service. He was chief of the transportation 
service, quartermaster general’s department, including army 
transport service, 1922 to 1924. He was the War Department’s 
representative at the hearings on the Harding-Lasker ship sub- 
sidy bill. He served as assistant to Secretary of War Weeks 
in the work of the President’s merchant marine committee in 
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1924. When he was appointed president of the Fleet Corpora- 
tion he was chief of construction, quartermaster general’s office, 
in charge of real estate sales and disposals and construction 
activities in the army. In a memorandum prepared by General 
Dalton and submitted to members of the Shipping Board, refer- 
ence was given to the following men “prominent in business and 
shipping”: R. A. C. Smith, New York; P. A. S. Franklin, presi- 
dent, American Mercantile Marine; John H. Thomas, vice-presi- 
dent, American Mercantile Marine; H. H. Raymond, president, 
Clyde Line; Galen S. Stone, Boston; E. P. Morse, president, 
Morse Drydock & Repair Company; Irving T. Bush, president, 
Bush Terminal Company; former Senator Calder of New York; 
and James Elverson, Philadelphia. Under the heading, ‘“Politi- 
cal References,” the following names appeared: Senator Wads- 
worth of New York; Senator Weller of Maryland; Senator Shep- 
pard of Texas; Senator Capper of Kansas; Representative Pur- 
nell of Indiana; Representative Woodruff of Michigan; Repre- 
sentative Wainwright of New York; Representative Reece of 
Tennessee, and Representative Anthony of Kansas. President 
Dalton will receive a salary of $18,000 a year, which was the 
salary paid Mr. Crowley. 


OCEAN FREIGHT RATES UNSTEADY 
The Trafic World New York Bureau 


While the demand for vessels for July loading has con- 
tinued strong in the last few days at the current high level of 
charter rates, the market for August ships has developed a 
weaker tendency. Shippers are refusing to pay the prices asked 
by owners for future space, due to the increasing belief that 
temination of the British mine strike cannot be long delayed 
and that its end will mean immediately a lower level of rates. 

The upward flight of charter rates has been stopped short 
by the action of the Shipping Board in allocating a large num- 
ber of ships for the Gulf grain trade, and by the British gov- 
ernment step in regulating the charter market for incoming coal. 
According to present prospects, demand for space for the re- 
mainder of July will continue strong, while the course of the 
August market will fluctuate in line with the negotiations for 
bringing the strike to an end. 

As a result of the measures mentioned above, rates to the 
United Kingdom for coal and grain vessels have developed a 
weaker tendency, but fixtures to the Mediterranean, which have 
lagged behind the general market, have increased. Several 
ships have been placed for July tonnage to the west coast of 
Italy at $3.75 a ton, and to the Adriatic at $4.50 a ton. There 
has been an absence of activity in Montreal business for July, 
due to the shortage of ships. 


The current grain ship market has averaged as follows: 
From Montreal for August loading, 3 shillings 744 pence to the 
United Kingdom, 15-15%c to Antwerp-Rotterdam, 15%-16c to 
Antwerp-Hamburg, 18%-19c to the Mediterranean; from the 
Gulf for July loading, 4 shillings nine pence-4 shillings 10% 
pence to the United Kingdom, 21c to Antwerp-Rotterdam, 22c 
to Antwerp-Hamburg, and 25c to the Mediterranean; from the 
Gulf for August loading, 4 shillings-4 1144 pence to the United 
Kingdom, 21c to Antwerp-Rotterdam, 22c to Antwerp-Hamburg, 
and 22%c to the Mediterranean. 


Several steamship conferences have announced rate changes. 
The Far Kast Conference, covering lines to China, Japan, Manila, 
Straits Settlements, and Indo-China, has fixed a rate of $16 a 
ton of 2,000 pounds, or 40 cubic feet, on feed and knife grinders, 
cane mills, vacuum pumps for milking machines. Non-collapsi- 
ble bathtubs take the same rate, but collapsible tubs take the 
general cargo rate of $20 per ton. 


The Pacific Westbound Conference has increased the rate 
on the following commodities $2 per ton to ports in the Far East 
shown on its tariff No. 1-N, which affeets all shipments routed 
to and through these ports for points taking an arbitrary over 
ports of call: Acids (acetic, carbolic, oxalite, stearic, non- 
hazardous, N. O. S.); dried beans, peas and lentils; beds, springs 
and mattresses; butter; calcium carbide; canned goods (except 
canned fish); cargo, N. O. S.; copper tubes, wire or cable; sole 
leather; liquors, N. O. S.; paints, varnish, red and white lead, 
dry colors, and non-inflammable, waterproofing compound; toilet 
paper; fertilizer, N. O. S. Rates on the following commodities 
are increased $1 per ton umder the same conditions: Extracts 
(dyewood, logwood, oak bark and quebracho); chloride of lime. 
The latter rates will apply October 1 to animal and fish fer- 
tilizer. Rates on broken and scrap glass (cullet) are increased 
50c a ton, and rates on apples in refrigerated or ventilated 
stowage have been advanced 10c a box. Powdered milk and 
casein have been changed to $9 a ton, weight or measurement, 
to base ports, with the usual advances to differential ports. 

The Brazil Conference has announced several changes: 
Wall and other building board now takes the third class weight 
rates, $17 and $15.50 to Rio, and $18 and $16 to Santos. These 
rates, the higher figures applying to passenger ships and the 
lower to freighters, are based on the ton of 2,240 pounds with- 
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out respect to measurement. There is a surcharge of 50c a ton 
to Santos. 

The River Plate Conference has made changes, on the same 
conditions as the Brazil Conference, as follows: Sulphate of 
ammonia, crude cyanimid and Amophos, $12.50 and $11.25 per 
2,240 pounds; painters’ thinner oil, $15 and $13.50; wall boards, 
$15 and $13.50. 

The most important conference development of the week 
was the information that the Navigazione Libera Triestina, rep- 
resented in this country by the Columbus Marine Corporation, 
has been admitted to membership in the Adriatic, Black Sea 
and Levant Conference. This brings the last of the independent 
lines into the conference group and is expected to result in 
uniformity of rates. Rumors of rate cutting have caused sev- 
eral disturbances in this trade in recent months. 

Plans for stimulating popular interest in the overseas trade 
act, which was introduced in Congress by Senator Pepper at 
the request of the Atlantic Coast Shipbuilders’ Association, were 
discussed this week at the monthly meeting of that body. Efforts 
will be made to obtain adoption of the measure at the next 
session of Congress. 

Rates on all cargo with the exception of apples and pears 
have been extended by the United Kingdom and Continental 
Conferences from August 31 to December 31. Another meeting 
is to be held before the end of August with representatives of 
the International Apple Shippers’ Association to determine the 
rates on that commodity for the next season. 


OCEAN RATE INQUIRIES 


The Shipping Board has announced the dates of hearings in 
two investigations recently instituted by it with reference to 
filing of conference agreements with the board and “contract” 
and “non-contract” rates. 


The hearing in the investigation relating to conference agrée- 
ments will be held at the offices of the board in Washington, 
November 8. 


The hearing in the investigation of rates will be held in the 
offices of the board in Washington, Noverber 10. 

The investigation as to conference agreements was insti- 
tuted to determine whether or not, under section 15 of the 
shipping act, minutes of conference meetings of ocean carriers 
should be filed with the board. The agreements reached at con- 
ference meetings are filed with the board. 


As to the “contract” and “non-contract” rates, the board, in 
its resolution instituting the inquiry, said: 


Whereas, By its report of October 11, 1922, rendered after inves- 
tigation upon complaint; the board determined that the charging by 
a carrier of higher rates to shippers who refused to agree to patron- 
ize said carrier exclusively than to shippers who did so agree was 
violative of Sections 16 and 17 of the shipping act, 1916; and 

Whereas, It appears certain carriers subject to the jurisdiction 
of the board are now engaged in the practice of charging “contract” 
and ‘‘non-contract” rates, whereby shippers agreeing to ship ex- 
clusively via said carriers are charged lower rates than shippers who 
do not so agree; now, therefore, it is 

Resolved, That a proceeding of investigation and inquiry be, and 
it is hereby. instituted by the board of its own motion, to determine 
the facts and to hear argument respecting the lawfulness under the 
shipping act of said practice. 


SHIP SALES PLANS 


The Trafic World Washington Bureau 


The Shipping Board, July 13, adopted the recommendations 
of its ship sales committee, of which Commissioner Teller is 
chairman, providing for disposition of the United States Lines 
and the American Merchant Lines. The Fleet Corporation was 


directed to prepare an advertisement for proposals to be received 
for the lines. 


It was expected that President Dalton and other officials of 
the Fleet Corporation would get the advertisement ready within 
the next two weeks. After approval by the board, the adver- 
tisement will be published and 30 days will be allowed from 
the date of publication for the submission of bids. The reso- 
lution adopted by the board follows: 


Whereas, the merchant marine act of 1920, declares: 

“That it is necessary for the national defense and for the proper 
growth of its foreign and domestic commerce that the United States 
shall have a merchant marine of the best equipped and most suitable 
types of vessels sufficient to car the greater portion of its com- 
merce and serve as a naval or military auxiliary in time of war or 
national emergency, ultimately to be owned and operated privately 
by citizens of the United States; and it is hereby declared to be 
the policy of the United States to do whatever may be necessary to 
develop and encourage the maintenance of such a merchant marine,” 
an 

Whereas, It has been determined, and is hereby reaffirmed, that 
one of the most important of the regional trade route services nec- 
essary to the effectuation of the merchant marine act is an efficient, 
competitive and reliable express passenger, mail and freight line 
between the port of New York and United Kingdom-Continental 
Europe ports on the English Channel and North Sea, and 

Whereas, In the absence of any such service by a person or 
persons citizens of the United States, the shipping board in pursu- 
ance of the merchant marine act requirements, has established and is 
now operating for government account the United States Lines with 
the vessels Leviathan, George Washington, Republic, President Hard- 
ing, President Roosevelt (and has in reserve for potential operation 
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in said line the vessels Agamemnon, Mount Vernon and America), 
and is also operating the American Merchant Lines in which are the 
vessels American Trader, American Banker, American Merchant, 
American Farmer and American Shipper, and : 

~~ Whereas, It is contemplated by the merchant marine act that 
the board shall operate for government account such essential trade 
route services only “until the business is developed so that such 
vessels may be sold on satisfactory terms and the service maintained, 


ee It is the judgment of the board that said two lines can 
be consolidated with more advantageous results in respect of ade- 
quate, regular, certain, and permanent service, and with consequent 
favorable financial returns which will render said lines more attrac- 
tive to prospective American buyers who will secure and maintain 
said services, and : , 

Whereas, The permanency of said service must be provided for 
by augmenting the same with additional tonnage, to secure a reliable 
passenger, mail and freight service in this region, and to provide for 
one of the most. important branches of merchant marine national de- 
fense; now, therefore, be it 2 ' 

Resolved, That in order to determine if said lines, as now con- 
stituted or as consolidated, can be placed in the hands of responsible 
private American ownership capable of developing and maintaining 
said service, or, if it will become necessary for the government to 
enter upon a permanent program for its maintenance and develop- 
ment, including the furnishing of such new or substitute tonnage as 
may be required, the shipping board does hereby direct and -order 
the United States Shipping Board Emergency Fleet Corporation to 
proceed, with due regard to the provisions of law governing action 
in such matters, to advertise, in the press and publications in the 
various regions of the country, an invitation for proposals to be re- 
ceived, on or before a fixed date and hour not less than 30 days after 
the first advertisement, and under specification to be first approved 
by the shipping board, for the acquisition and operation of said serv- 
ice on any of the following bases: 

1. To purchase outright the United States Lines, so-called, 

To purchase outright the American Merchant Lines, so-called, 
To charter the United States Lines, so-called, 
To charter the American Merchant Lines, so-called, 

5. To purchase outright the United States Lines and charter the 
American Merchant Lines, 

6.. To purchase outright the American Merchant Lines and char- 
ter the United States Lines. 

7. To incorporate the use of the S.S. Mount Vernon, S.S. America 
and S.S. Agamemnon, or either of them by purchase or charter, with 
or without reconditioning by the shipping board in connection with 
the several propositions herein mentioned. 

A proposer may submit a proposition, in whole or in part, to 
accomplish the purpose and intent of this resolution. 

The specifications shall provide for proposals only from American 
citizens; that each bidder shall accompany his proposal by a certified 
check for $100,000 as evidence of good faith, and that the board shall 
reserve the right to reject any and/or all bids; and be it 

Further resolved, That the board does hereby announce that 
whatsoever response may be had from its effort to ascertain the 
sentiment of American shipping and American capital toward their 
entry and investment in the field herein described, the service offered 
for sale will be permanently maintained under the American flag, 
either by the successful bidder, or by the shipping board, and in 
either event the public is assured that consistent and continued 
effort will.be made to improve the service which it has so generously 
and gratifyingly supported in the past. 


wm CODD 


WAR-TIME CONTRACT CASE SETTLED 


The Shipping Board has approved a settlement with the 
Pusey & Jones Company whereby the company will pay the 
board $500,000. The settlement covers a number of claims 
and counterclaims arising from requisition of ships in course 
of construction in the Pusey & Jones yards in the period of the 
war. It brings to an end considerable litigation between the 
board and the company. Pusey & Jones claimed approximately 
$7,000,000 and the board set up a counterclaim of approximately 
$5,000,000. The company had contracts to build 45 ships when 
its property was requisitioned by the board in August, 1917. 
It was directed by the board to complete the ships. Of the 
total, 34 were delivered. Contracts for the remainder were 
canceled. The claims and counterclaims grew out of those 
transactions. : 


THE MERCHANT MARINE 


Representative Briggs, of Texas, in extension of remarks 
in an appendix of the Congressional Record issued this week, 
said it was impossible to state with any degree of accuracy the 
specific amount that had been saved to the American people 
through reductions in ocean freight rates brought about by 
reason of the ownership and operation by the United States of 
the “great government-owned fleet,” but that, from statistics 
available, it was apparent that, but for the Shipping Board ves- 
sels and their operation, “the American people would have 
been compelled to pay materially increased ocean transportation 
rates.” He said the operation of the ships had resulted in a 
saving in ocean freight charges of from two to four billion dol- 
lars, “or an amount far in excess of the construction cost of 
such fleet and all maintenance charges.” 


Mr. Briggs referred to the use of Shipping Board vessels 


POSITIONS WANTED OR OPEN 


POSITION WANTED—Traffic manager, eight years’ industrial 
experience combined with purchasing. ‘Thorough knowledge both lines. 
Middle west location preferred. Address Y. A. N. 949, care Traffic 
World, Chicago, Ill. 
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in 1924 to move grain exports in an illustration of the value of 
the ships to agriculture. Continuing, he said: 


Again this year a similar experience is being recorded, and 
again the shipping board is being called upon to supply and is 
supplying a large number of additional ships to meet the need for 
ocean tonnage to move the great grain and other crops which are 
being purchased from the American producer by foreign countries. 
And again the availability and operation of American ships will re- 
sult in saving to the American producer and shipper many additional 
millions which would otherwise have been lost if such producers and 
shippers were dependent alone upon a supply of foreign ships; and 
in this picture of the value of the American merchant marine to 
the American people is not included the further savings of millions 
in freight rates, which would have soared to a very high point, had 
it not been for the presence of the American ships. 

Américan ships today are carrying nearly 50 per cent of the 
exports and imports, and this represents an increase of between 
300 and 400 per cent over the amount of commerce carried by Amer- 
ican vessels for many years prior to the World War. 

From 1908 to 1914, inclusive, official figures disclose that Amer- 
ican ships did not carry in any year, but one, during that period 
more than 10 per cent in value of American commerce in the foreign 
trade. 

The so-colled losses or initial deficits in the operation of the 
government fleet have been reduced until they are now materially 
less than $20,000,000 a year. And it has been demonstrated that the 
service which the fleet has performed for the American people, and 
continues to perform, as well as the general benefits which it provides, 
far exceed in value such deficits in operation. 

Through the American merchant marine the people of this na- 
tion are assured at all times of the ability to make delivery of their 
products to buyers in foreign lands when and in such quantity as 
such commodities are required and at ocean freight rates which 
will not permit the American people to be exploited. Moreover, the 
American merchant marine is not only a national asset of greatest 
value in time of peace, but also as an auxiliary unit in time of crisis. 

America, in ocean tonnage owned, now ranks as the second great- 
est maritime nation on earth, and the United States moves forward 
with the sustaining power of its merchant marine and the spirit 
of resourcefulness, character, and ability of its people to an even 


greater influence, progress, and development than it has already at- 
tained. 


PANAMA CANAL TRAFFIC 


In the first fifteen days of June, 205 commercial vessels and 
6 small launches passed through the Panama Canal, according 
to the Panama Canal Record. Tolls on the commercial vessels 
aggregated $903,582.75, and on the launches, $33.90, or a total 
tolls collection for the fifteen days of $903,616.65. The daily 
average transit for the period involved was $13.66, and the daily 
average tolls collection, $60,238.85. As compared with the same 
period of May, there was a decrease of 30 transits and of 
$51,059.82 in tolls collected. 


AMERICAN-HAWAIIAN INCREASED SERVICE 


The American-Hawaiian Steamship Company announces hav- 
ing added two ships to its fleet operating. between north Atlantic 
ports and the Pacific coast through the Panama Canal, taking 
effect, eastbound from San Francisco, August 5 and, westbound 
from Boston, August 11. This will enable it to dispatch a west- 
bound ship from Boston, Philadelphia, and New York every four 
and a third days instead of every five days, as at present. The 
amount of general cargo offering has necessitated the change. 
Semi-monthly sailings. from Baltimore, Norfolk, and Charleston 
continue. 


SALE OF VESSEL APPROVED 


The Shipping Board has approved the sale of the Lake 
Miraflores, a lake-type vessel of 4,336 deadweight tons, to Stan- 
ley Hiller, Inc., of San Francisco, for $25,000, subject to agree- 
ment of purchaser to make certain expenditures in connection 
with alterations. 


PACIFIC COAST TONNAGE 


The Cargo tonnage volume of Pacific coast water-borne for- 
eign trade in the first quarter of 1926 exceeded 3,000,000 tons, 
an increase of 19.4 per cent over the first quarter of 1925 and 
85.7 per cent in advance of the total for the same quarter in 
1922, according to a current survey by the Bureau of Research, 
of the Shipping Board, of foreign trade activities in the period 
1922 to 1926. In a summary, the bureau said: 


The export tonnage out of Pacific coast ports in the first 
quarter of 1926 aggregiated 2,367,000 tons, 25.9 per cent in excess 
of the 1925 first quarter exports, and 89.8 per cent over the same 
quarter in 1922. The-first quarter 1926 import tonnage of 644,472 
tons is nearly .4 per cent above 1925 and 71.9 per cent greater 
than the first quarter 1922. 

The tonnage volume of Gulf coast water-borne foreign trade 
in the first quarter of 1926 was 5,238,000 tons, 9.8 per cent less 
than the total in the first quarter of 1925 and 11.1 per cent less 
than the same quarter in 1922. 

The Gulf coast import total of 2,251,000 tons is lower than 
any other quarter during the five years 1922 to 1926, due 
to the decline in imports of Mexican crude oil, which has been 
largely displaced by California and Mid-Continent oil. The de- 
crease in imports of this one commodity far exceeds the total 
fall in import tonnage. The 1926 export total of 2,987,000 tons 
is greater than the first quarter totals of 1922, 1923 and 1924, but 
less than the first quarter of 1925 in consequence of the general 
decline in grain exports. 


Comparisons of the foreign commerce activities of the Pacific 
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and Gulf coasts in the first quarters of 1922, 1925 and 1926 appear 
in the following table: 


Pacific Coast Gulf Coast 
First First First First First First 
Quarter Quarter Quarter Quarter Quarter Quarter 
1922 1925 1926 1922 1925 1926 
Tons Tons Tons Tons Tons Tons 
Imports - 874,948 - 642,017 644,472 3,315,517 2,622,644 2,251,695 
Exports ....1,246,980 1,880,412 2,367,596 2,572,501 3,183,476 2,987,075 
Basie tair ck Tete Rai ies OS 
Total 


orn 1,621,928 2,522,429 3,012,068 5,888,018 5,806,120 5,238,761 


UNITED AMERICAN SELLS SERVICE 


Announcement was made by the United American Lines 
this week that stockholders would be asked to ratify sale of 
three passenger steamers, the Resolute, Reliance, and Cleve. 
land, to the Hamburg American Line. This means the end 
of the twenty-year joint operating agreement entered into by 
the two companies in 1920, which will be succeeded by ac. 
qusition of part interest by the United American Lines in the 
Hamburg American Line. The U. A. L. will act as agents in 
the United States for the Hamburg line. 

This step marks the withdrawal of W. A. Harriman from the 
trans-Atlantic shipping business, and a considerable increase 
in the size and prestige of the Hamburg American Line, both 
in freight and passenger business. The German company will 
now have more than 500,000 tons of ships, or 40 per cent of 
of its pre-war strength. 

The United American will continue in the intercoastal 
freight service, though further developments are said to be 
pending in this trade. No statement has yet been made con- 
cerning the joint service of the U. A. L. from Pacific Coast 
ports to Europe in conjuction with several other foreign lines, 


POSTAL REGULATION 


W. Irving Glover, second assistant Postmaster General, has 
issued the following: 


The postal administration of Mexico has. advised that in the 
future cottonseed will be prohibited importation into that country 
by mail unless accompanied by a sanitary certificate, issued by an 
official of the department of agriculture of the state of origin, in- 
dicating that the seeds have been disinfected. 

The above should be added to the item “Mexico,” appearing 
on page 238 of the annual Postal Guide for 1925. 

Pursuant to an agreement between this department and the postal 
administration of Japan, effective September 1, 1926, senders of parcels 
exchanged between the United States and Japan will be required to 
attach a single customs declaration to only one parcel comprised in 
a shipment consisting of any number of parcels mailed simultaneously 
by the same sender to the same addressee at one address. 

Under this arrangement each parcel in a shipment should be 
clearly marked with a fractional number, the numerator of which will 
indicate, in arabic figures, the number of the parcel, and the de- 
nominator the number of parcels comprising the shipment. For ex- 
ample, if a single shipment were composed of 15 parcels, each parcel 
would be numbered, respectively, 1/15, 2/15, 3/15, etc. 

The customs declaration should be securely attached to one of 
the parcels, inasmuch as, in the event that the single customs declara- 
tion was lost, advice as to the entire shipment would be unavailable, 
except by means of the consular invoice. 

The total number of parcels comprised in the shipment’ should 
also be invariably indicated on the customs declaration. 


MISSOURI RIVER IMPROVEMENT 


Representative Sears, of Nebraska, under extension of re- 
marks in the appendix of the Congressional Record issued after 
Congress adjourned, referring to the proposed improvement of 
the Missouri River for navigation purposes, in part, said: 


What is the Missouri River? It is officially declared by our 
competent engineers to be the greatest navigable river in the 
world. Forty-four hundred miles eligible for proper improve- 
ment from New Orleans, through the Great Plains country, to 
the Dakotas and Montana. What can we say for its capacity if 
improved for navigation? Our competent engineers declare it 
will have the capacity of 600 single-tracked railroads. What 
would be the cost of that improvement? Less than $100,000,000 
will give it such improvement to the upper end, marked by our 
engineers, for navigation from Kansas City. Is there commerce 
for such a river so improved? There is over a hundred million 
tons of in and out going freight. Would it be of value if so 
improved to this great agricultural community? Secretary Hoover 
has said that it would add to the price of grain 6 cents a bushel 
to the producer. Is there any grain raised there? More than 
7 Fearn bushels in country tributary to the river from Kansas 

The claim is also made that every section of our country is 
entitled to develop according to the best of its potentialities. 
No one denies it, yet this is'the only part of our country that 
is worse than neglected, that is strangled, because the rest are 
aided and encouraged, and this great country is slighted and 
left alone. It takes one crop in four to get the other three crops 
to market. The great question is, How long shall this neglect 
continue? 

A hundred million dollars, available in proper appropriations, 
will complete this river in 10 years, and then the present gen- 
eration will have its use. Nay, the whole nation will have its 
use. At the rate of past consideration 50 years will go by, and 
still it will be incomplete, and the bleeding process will continue. 

The people of this great section should stand as one, de- 
manding as their one great demand that dilatory tactics shall 
cease. There is no_question as to engineering problems; they 
are alt behind us. Our engineers all know and declare that the 
river can be improved for practical navigation, stopping. forever 
the erosion of the farm lands that each year takes its toll of 
millions of property, as an incidental benefit. 

Communities can only thrive when, like the human body, they 
are not being bled to death. This great section of our country 
demands that the bleeding process shall stop and that it be. al- 
lowed to thrive with the rest of the country. 
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BARGE VS. RAIL COSTS 


The Bureau of Railway Economics this week made public a 
bulletin on transportation costs on the New York state barge 
canal, supplementing a bulletin published in May, 1925, dealing 
with the cost of transportation via the canal and via railroads. 
The Bureau said that, despite a considerable reduction in canal 
costs in 1925, due, in part, to reduced maintenance expenditures 
and, in. part, to an increase in traffic, the total cost of trans- 
portation by the canal in 1925 was more than twice as much 
as by rail in the same territory. With the exception of detailed 
exhibits and statements carried in an appendix, the bulletin 
follows: 


The Bureau of Railway Economics published a bulletin* in May, 
1925, in which the total cost of transportation on the New York 
state barge canal was compared with the total cost of transporta- 
tion by rail. 

The bulletin dealt with the capital cost of reconstructing the 
old Erie canal into the barge canal, during the years 1905 to 1925; 
the amount of traffic handled on the barge canal from its opening 
in 1919 to 1923; and the various elements entering into the total cost 
of transportation by canal, including 

(1) The estimated annual cost of carrying the capital invested 
by the state of New York in the canal, i. e., the fixed charges, 

(2) The cost of maintenance, repair, and depreciation, and 

(3) The immediate cost of transportation, as reflected in the 
rates paid by the shipper to canal boat operators. 

The state of New York has built and owns the New York state 
barge canal, having issued special canal bonds to meet the cost 
of construction. The state also maintains the canal, which is open 
to the public as a transportation agency free of toll. In other 
words, the people of the state of New York have taxed and are con- 
tinuing to tax themselves to build and maintain a free waterway. 
The only cost incurred by a shipper of freight on the canal is the 
charge he pays to the operator of the barge or boat which carries his 
freight, together with storage and terminal charges and insurance, 
and the barge operator’s charge is low because he is under no ex- 
pense for the use or maintenance of the waterway, and his only 
capital investment is in his boat. Because it is government prop- 
erty, no taxes are assessed on the canal or its terminals and ware- 
houses, which fact further reduces the cost of transportation by 

3 ‘ : , 
te figuring the total;:cogt of transportation via the ¢anal, how- 
ever, not only the boat operator’s charges must be included,' but 
also the cost of carrying. the capital invested by the state in the 
canal, as wéll as*thé annual cost of maintenance, repair,. and de- 
preciation. These items were all taken into account in Bulletin 36 
of the Bureau of. Rajlway Economics. d 

The bulletin presented certain computations as to the total cost 
of maintaining and operating the canal, including the items just 
mentioned,. for the fiscal years 1922 and 1923. The total cost for 
each of the two years was then spread over the total ton-miles of 
freight traffic reported for those years, so as to arrive at an aver- 
age transportation cost per ton-mile. This average was compared 
with the average freight charge per ton-mile made by the railways 
of the eastern district in 1923, and also with the average charge 
made by five of the principal railway lines which, in a sense, com- 
pete with the canal. 

These comparisons indicated that: : 

(1) The total cost of transporting freight by barge canal was 
3.648 cents per ton-mile in 1922, and 3.481 cents per ton-mile in 1923. 

(2) The average rail freight charge per ton-mile in the eastern 
district in 1923 was 1.104 cents. : 

(3) On the five railways competing with the canal, the average 
freight charge ranged in 1923 from a minimum of 1.005 cents per ton- 
mile to a maximum of 1.324 cents. 

In other words, the actual cost of transportation on the New 
York state barge: canal in 1923, when reduced to a ton-mile basis, 
was more than three times as great as the average rail charge per 
ton-mile in the same year, and was more than 2% times as great 
as the average charge of the railway reporting the highest charge 
per ton-mile in 1923. : 

The freight traffic handled on the canal during the years 1922 
and ,1923 was only a fraction of the estimated maximum freight 
capacity. Bulletin 36 estimated what the total cost of transporta- 
tion via the barge canal might be if the canal were operated to 
maximum capacity. This indicated that the total cost of trans- 
portation, even under the most favorable conditions of maximum 
traffic, would be higher than the average rail charge under normal 
conditions. ; 

Since the appearance of Bulletin 36, certain later information 
has become available, partly in current annual reports of state 
officials, and partly in a special report prepared by the superin- 
tendent of public works early in 1926. Statistics contained in these 
reports are discussed in section II, following, while other matters 
dealt with in the reports are analyzed in section III and in the 
appendix. 

Since the appearance of Bulletin 36, two annual reports have been 
issued by the superintendent of public works of New York, relat- 
ing to the fiscal years ended June 30, 1924 and 1925. It is now 
possible to present statistics for those two years in comparison 
with the statistics for 1922 and 1923 contained in Bulletin 36. In 
addition, statistics on net tonnage passing through the barge canal 
are available since it was opened to traffic in 1919. 

The growth of tonnage has been as follows: 

1919, 1,238,844; 1920, 1,421,434; 1921, 1,270,407; 1922, 1,873,434; 1923, 
2,006,284; 1924, 2,032,317; 1925, 2,244,013. 

Statistics as to ton-mileage are available only since 1922, as 
follows: 

1922, 362,442,277; 1923, 405,925,906; 1924, 448,399,607; 1925, 543,860,- 
257 


The annual cost of maintenance and repairs of the barge canal, 
which amounted to $3,092,811 in 1922 and $3,805,167 in 1923, was 
as follows in the next two years, 1924 and 1925, the figures being 
from annual reports of the state comptroller: 


FISCAL YEARS ENDING JUNE 30 
1924 


1925 
Attorney General, legal ........... eds cues $ 78,341.73 a 
Comptroller, canal bureau................6. 12,153.96 $ 6,522.77 
State Engineer and Surveyor, engineering. 219,099.44 2,570.71 
Superintendent of Public Works........... 3,790,380.54 2,817,508.25 
IN, “Riana 4 tah euaniatiead sonics adieiniarcein-6 - - -$4,099,975.67 $2,826,601.73 
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While the total cost of maintenance and repairs showed g 
Cline in 1925, it should be noted that Governor A. E. Smith 
New York pointed out in his message of January 7, 1925, that j 
the long run the cost of maintenance and repairs of the cana] m 
increase, His language was as follows: a 

“Now let us look a little into the future. The canal, like ey 
other giant transportation enterprise, is deteriorating annually "y 
of its works and appurtenances are subject to the elements and wes 
and tear. As each year passes we must expect increased cog te 
maintenance and repairs, especially to the mechanical and electrieg 
equipment.,”’ “ 

In his annual report for 1924, the commissioner of canals 
waterways of New York state stated that ‘“‘the canal struct 
have not been properly maintained.” He followed ‘this up jn 
annual report for 1925 by saying: : 

“The maintenance of the canal requires a,greater expendity 
of money every year. The machinery is getting worn and there ¢ 
a constant demand for replacement.’’ 7 

Utilizing the statistics thus far presented regarding the Cangl 
traffic and expenditures in 1924 and 1925, it i§ possible to COM. 
pute the total cost of transportation by canal in those years and 
to reduce that cost to a ton-mile basis, following the same ener} 
method of computation as that utilized in Bulletin 36 for the Years 
1922 and 1923. - - 

The basic cost of construction will be taken as $170,053,962, the 
same total? as was ‘used in Bulletin 36 for 1922 and 1923, with no 
allowance for the. several millions of new capital expenditures on 
the canal in the meantime. Because this figure of total cost is ¢gp. 
servative, and because the terminals and grain elevators are making 
no net contribution to the state treasury but are instead a burde, 
5 per cent is again used as the average rate for carrying the capita, 
as in Bulletin 36. Five per cent on $170,053,962 is $8,502,698, which 
will be taken as the annual cost of the capital both in 1924 an 
1925. Dividing this annual cost by the 448,399,607 ton-mile handle 
in 1924, the average cost of capital per ton-mile in that year ly. 
comes 1.896 cents. Dividing the same figure by the 543,860, 
ton-miles of 1925, the average cost of capital per ton-mile in tha 
year is found to be 1.563 cents. 

The cost of maintenance and repair in 1924, as already stated, 
was $4,099,976. When spread over the ton-miles of that year, the 
average per ton-mile was 0.914 cent. In the same way, the cost of 
maintenance and repair in 1925, which amounted to $2,826,601, rep. 
resents an avearge cost per ton-mile (utilizing the ton-miles fg 
1925) of 0.520 cent. " 

The average boatman’s charge for conveyance of freight is as- 
sumed to have been 0.450 cents in both years, as in the case of the 
former years, which is a moderate basis.~ . 

We have, then, the following canal cost per ton-mile in 192 
and 1925, based on the cost and ton-mileage figures already pre- 
sented for those years: 
















AVERAGE COST PER *TON-MILE 


1924 cts. 1925 ets, 

MG. CE OUNEINE 60.0. 0'c dare sis. das ware See rc oeee see eee 1.563 
Cost of maintenance and repair..............ee% 0.914 0.520 
Boatmen’s charge for conveyance .............. 0.450 0.450 
I a rk Bs he ea 3.260 2.533 


The corresponding average canal costs per ton-mile in* 1922 and 
1923 were computed in Bulletin 36 as 3.648 cents and 3.481 cents, 
respectively. These several averages may be compared with the 
average rail freight charge per ton-mile in the eastern district for 
the same years, as follows: 


TRANSPORTATION COST PER TON-MILE 


By Canal By Rail 

(cents) (cents) 

| CE et Per renner rans ey tx ens e. 3.648 1.172 
SR ATE IS: ae ere tne ER ie Ae PRR Ge oe 3.481 1.104 
IEE. xe: iducter oraleep i amsbaaloniercete:caleren hobeetel’ gine Mukibe sibs 3.260 1.122 
ROE ia 6 oi Gia dag 00te 4s oes tawieelnee Sere ee 2.533 1.108 


Despite the considerable reduction in canal costs in 1925, due 
in part to reduced maintenance expenditures and in part to the 
increase in traffic, the total cost of transportation by the barge 
canal in 1925 was more than twice as much as by rail in the 
same territory. Were it possible to foresee a considerable fur- 
ther increase in traffic and also a considerable further reduc- 
tion in maintenance costs, the canal cost per ton-mile would corre- 
spondingly decline. Even so, it seems hardly possible, under any 
circumstances, that the cost of canal carriage can fall as low as rail 
carriage. But it is the considered judgment of New York state 
officials most directly responsible for canal affairs-that no great 
further increase in traffic can be expected, under present conditions 
on the canal, while on the other hand these officials all expect 4 
marked increase in maintenance costs, to say nothing of necessary 
expenditures to meet depreciation and obsolescence. 


The Commissioner of Canals and Waterways, for example, stated 
in his report for 1924 that in that year the barge canal was 4 
“disappointment,” because it carried ‘approximately only ten per 
cent of its estimated capacity.”” He added that ‘“‘the motor truck 
has undoubtedly deprived the canal of local traffic for all time.” 
His report for 1925 pointed out that the canal must be brought to 
a “higher state of perfection than now exists,’’ before it can be 
expected to “carry anything like its maximum capacity.”’ 

The Superintendent of Public Works, in his special report of 
February 26, 1926, said that the canal traffic had “fallen short of 
expectations,’’ and that the gradual increase in traffic from 1919 to 
1925 had ‘‘not been sufficient to prove the canal an economic success.” 

He expressed the belief that no substantial increase in tonnage 
could be expected under the present conditions of fixed bridges, 
twelve feet of water over the lock sills, and the necessity to use 
any but specially designed boats on the canal. 

As to increased maintenance costs, the opinion of New York state 
officials is that they are bound to increase in the future. This 
opinion was expressed by Governor Smith in his special message 
of January 7, 1925, and by Canal Commissioner Fuller in his annual 
report for 1925. 

It will be of interest to run briefly over statements made within 
the past two years, by officials of the state of New York responsible 
for canal matters, with respect to the cost of the canal to the people 





¢This figure was compiled from figures contained in Governor 
Smith’s message of January 7, 1925, as follows: Construction—Erieé, 
Champlain and Oswego, $137,020,743.37; Cayuga and Seneca, $8,319,- 
eH gy eemianie and Grain Elevators, $24,713,996.93. Total, $170,- 
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FREIGHT 
SERVICE 





Fast Freight 


Trains in both direc- 
tions between El Paso, 
Ft.Worth,Dallas.Shreve- 
port, New Orleans, Mem- 
phis and Sf. Louis 


DAILY PACKAGE CARS 


From Chicago, St. Louis, Mem- 
phis, New Orleans, Dallas, etc.. 
to principal points in Louisiana, 


Texas and California 


FREIGAT SHIPMENTS 
SOLICITED 


On the Merits of Our Service 


Prompt attention to all inquiries if addressed to 
any Texas & Pacific traffic representative. 


ROUTE OF THE FAMOUS 


Sunshine§pecial 


The Direct California Line 
of Lowest Altitude 
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Los Angeles Harbor, 


WORLD 147 


United American , 
Lines 
INTERCOASTAL SERVICE 


Regular Fortnightly Sailings of Cargo Steamers 
to 





San Francisco, 


Oakland, Portland and Seattle 


From From 
Baltimore Savannah 
ELEANOR CHRISTENSON............-. July 20 
ag 55.00 o nw ewccicdcccccetsneds July 30 Aug. 3 
py eee Aug. 13 Aug. 17 


Pier No. 9, B. & O. R. R., Lecust Point, Baltimore, Md. 


A dependable service at differential rates 


Goods for Hawaiian Islands trans-shipped at Los Angeles Harbor 
without rehandling (connecting carrier loads at same wharf) by 
the fast passenger steamers of the 

LOS ANGELES STEAMSHIP COMPANY 
with which excellent connections are made. 


Joint Service with 
HAMBURG-AMERICAN LINE 


Passenger and Cargo Steamers 


NEW YORK TO HAMBURG 


a 9 July 22 Deutschland .......... Aug. 18 
EE oc vcceceeesion’s July 27 we EE PP Aug. 24 
*Westphalia ........... July 29 ie ee Aug. 26 
tAlbert Ballin.......... Aug. 5 ee a Sept. 2 
SE Saarcvand «enclose Aug. 12 


¢Refrigerator accommodations. *Via Boston : 

Steamers sail from Pier 86, North iver, Foot of West 46th St. 
PHILADELPHIA TO BREMEN AND HAMBURG 

A Steamer (via Baltimore and Hampton Roads).................. 


BALTIMORE TO BREMEN AND HAMBURG 
Grunewald (via Hampton Roads)...............ceeeeeeees July 27 
NORFOLK AND NEWPORT NEWS TO BREMEN 
AND HAMBURG 
AMIN Sac 0 50's SS cic bees als Pe eh eb ae SES BES e balen gm July 29 
NEW ORLEANS TO BREMEN AND HAMBURG 
i I 5a ee aks Sa be bo 00 SE sG nies «Sane Se sent 0s Hh wie Cneenodes 


ALSO DIRECT FREIGHT AND PASSENGER SERVICE 
FROM U.S. PACIFIC PORTS TO HAMBURG, 
ANTWERP AND UNITED KINGDOM 


Through Bills of Lading via Hamburg issued to all Scandinavian 
and Baltic Ports, also to M rranean, Levant, 
Black Sea and African Ports. 





General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 


rin cc0rdncvccewinn 327 S. La Salle St., Phone Wabash 6683 
BRANCH OFFICES: 

PE kins boc ce cwsccecdedeveeowsd 4038 Jenkins Arcade Bldg. 
“8 er wre e re are 1003 Rockefeller Bldg. 
AGENTS: 

FE PT Te ee a Ee John M. Born 
A si pi.06 00s c0reccneretes Dichmann, Wright & Pugh, Inc. 
eed ihig a5 Nie bucig o sone ene ecekemowsn © C. H. Sprague & Son 
SES. a .0-0.6 45:0 02%,¢6'006g eecek¥ oee.te M. J. Hogan & Co. 
A I ici: 9:08 vnc 000s seeaee eh ween Los Angeles 8.8. Co. 
EI 6 ob «00.0 6-6scs cndodns sect ppeecese Richard Meyer Co. 
ere cr cclip et cteedéwe ed Dichmann, Wright & Pugh, Inc. 
EE io on roc cavcettssvceyonesweewewewe Sudden & Christenson 
PHILADELPHIA. ......cccsscccccs Dichmann, Wright & Pugh, Inc. 
IN cain omneines se 9019 00.4.0 4% Columbia Pacific Shipping Co. 
I a ae. . sp co wynenregic ween ewepie iee Sudden & Christenson 
Ae BM 5 0c c's coc cvcaccosecevesesese Sudden & Christenson 
Pe  ccbecécpecasetwoeeaswapese se ecens M. J. Hogan & Co. 
MI A o:6'o5 a:b v000 do c0cbavecedacetécesves Sudden & Christenson 
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of the state, its serious defects, and possibilities for the future. 
These statements are quite fully carried in the appendix, but brief 
extracts from them are outlined below. 

In his annual report for 1924, Mr. Royal K. Fuller, commissioner 
of canals and waterways of New York state, calls attention to the 
fact that the barge canal in that year carried only ten per cent of 
its estimated capacity. He added that something is radically wrong 
with the canal, or that the day of carrying freight by canal boats is 
over. He further states the belief that the fundamental trouble lies 
within the canal system itself. 

Commissioner Fuller then discusses what he calls the ‘faults of 
the canal’ under three heads: Faults of design and construction; 
faults of maintenance; faults of organization. 

Under “faults of design and construction,” the commissioner lays 
emphasis on the fact that the barge canal is not yet completed. He 
adds that to remedy these faults “‘will require the expenditure of a 
A — of money,’’ and recommends a comprehensive study of the 
situation. 

Under “‘faults of maintenance,’’ Commissioner Fuller recommends 
that much of the obsolete equipment now owned by the state for 
dredging and other purposes be scrapped, and replaced by modern 
equipment. He adds that the canal structures have not been prop- 
erly maintained, and that serious accident to any canal lock gate 
would completely suspend canal operations until a new gate could 
be built. He adds: 

“The state has wasted thousands of dollars in the construction 
of terminals which have never been used and the installation of ter- 
minal appliances which have never handled qa pound of freight.” 

After dismissing the charge .so frequently made that railroad in- 
fluence has interfered with the proper construction and maintenance 
of the canal, Commissioner Fuller says: 

“If the New York Central or any other railroad had been as im- 
properly constructed and negligently maintained, it would be as great 
a disappointment to the stockholders as the barge canal is to the 
taxpayers.” : 

Under the head of “faults in organization,” the commissioner 
makes a strong plea for reorganizing canal operations on a_business 
basis, instead of continuing it as a political organization. He says: 


“T know that this idea will not be received with approval in 
many quarters but in the last analysis it comes down to the proposi- 
tion of whether or not the great waterway of New York state shall 
be conducted as a business proposition asthe other great canals of 
the world are conducted or as an adjunct to a political machine. 
. But the operation of the barge canal is unlike any other gov- 
ernmental function. In the final analysis it is in competition with 
the railroads and there are obvious reasons why it is necessary that 
the canal should be operated certainly as efficiently, and desirably 
more so, than a railroad organization.” 


(1925) 


In his annual report for 1925, Commissioner Fulter reiterates his 
statement that the physical condition of the canal is far from satis- 
factory. Regarding maintenance he says: 

“The maintenance of the canal requires a greater expenditure of 
money every year. The machinery is getting worn and there is a 
constant demand for replacement. The state cannot be niggardly in 
its appropriation for the maintenance of the canal if it is going to 
preserve the great waterway which has been constructed.”’ 

He repeats his former recommendation that the large quantity of 
antiquated, inefficient and obsolete equipment “inherited from the 
Erie canal’’ be scrapped. 


(1926) 


Far more important than these annual reports of the commis- 
sioner of canals and waterways was the special report submitted by 
his superior officer, the state superintendent of public works, Fred- 
erick Stuart Greene, to Governor Alfred E. Smith on February 26, 
1926. <A large part of this report appears in the appendix, but its 
principal conclusions are summarized briefly below: 

1. The traffic carried on the barge canal has fallen short of ex- 
pectations. It is now floating only about one-tenth of its tonnage 
capacity. 

2. The net cost of the canal to the taxpayers in 1925 was 
$10,573,626.84. 

3. In 1925 it cost the state $4.51 per ton for all freight loaded on 
the canal, regardless of length of haul. It would have been cheaper 
for the state if all the freight carried on the canal had been put in 
railroad cars and the state had paid the freight bills. 

4.. The statement that the canal saves the people of New York 
$50,000,000 annually in ‘‘depressed”’ rail rates is not proven; first, be- 
cause it, is open to question if the Interstate Commerce and Public 
Service Commissions would allow rail rates to be increased $50,000,000 
a year, even if the canal were not in existence; second, are other 
states lacking canals proportionately overcharged by the railroads 
because of such a lack? 

. In any case, is not a club costing $10,500,000 a year an ex- 
pensive weapon to hold over the heads of the railroads? 

The fundamental reason for the very small use of the canal 
is ice. The canal is closed by ice for five months each year. 

7. Another obstacle is the existence of immovable bridges over 
the canal, permitting a clearance of only 15 feet. This necessitates 
the use of a special type of boat which cannot be operated advan- 
tageously on any other body of water. 

8. In connection with the canal system, the state has 66 termi- 
nals, at which there are 53 warehouses, costing from a few thousand 
to more than a million and a half dollars each. During the past two 
years no freight was handled at 49 of these terminals, and only five 
of the 53 warehouses were used for canal freight. Many of the ter- 
minals have never been used for canal tonnage since the day they 
were built. 

9. The canal has not only too many terminals, but is over- 
equipped with freight-houses, machine-shops, derricks, and other 
terminal facilities, seldom if ever used, but for which maintenance 
costs must be paid each year. 

10. The two grain elevators built by the state have thus far been 
financial failures. In 1925, the two-milion bushel elevator at 
Gowanus earned the largest receipts in its history, a total of $139,635. 
Its total operating expenses in that year were $160,659, while the 
annual capital charge on its cost of construction, computed at 4 
per cent, was $98,302. Its total cost for 1925, exclusive of deprecia- 
tion, was $258,961, while it earned only $139,635, producing a net 
loss to the state of $119,326. 

11. The one-million bushel elevator at Oswego was opened on 
May 16, 1925, but no wheat was offered until October 21. Its 
operating expenses for the seven and a haif months during which 
it was operated amounted to $90,006, while the capital charge at 
4 per cent on cost of construction for seven and half months was 
$41,126, or a total cost during that period, exclusive of deprecia- 
tion, of $131,132. Its total receipts during the same period were 
only $1,397. The net loss to the state was $129,735. 
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12. Spending money for terminals and grain elevators in the 
hope that increased tonnage would follow has thus far been yp. 


successful. 
CANADIAN CAR LOADING 


The holiday on July 1 affected the car loadings for the wee 
ended July 3, which were 7,422 cars less than the total for the 
previous week. Coke, pulpwood, and ore were the only cop. 
modities to show increases. The decrease of 1,363 cars of graip 
was more or less seasonal, but the other decreases, including 
2,526 cars of merchandise and 2,218 cars of miscellaneous freight 
were undoubtedly the effect of the holiday. ‘ Compared with the 
corresponding weeks in 1925 and 1926 there were increases of 
9,690 and 7,478 cars, respectively. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 


—For the Week Ended 
July 3, June 26, July 4 












































Commodities 1926 1926 1925 
Grain and Grain Products..... iGOCe adios a 2,964 1,806 
Live Stock.........++.. eocceccccees eeceeee 968 965 1,158 
a es 2 ee cossoees ccocccceccce MWe 5,810 839 
DE cee vobee dudes cle ste Miibgh 0 cnnsgbaee ws we 299 231 243 
RINNE ..'bs awa con's oo since x, ofge.ne ee a 3,223 2,520 
Pulpwood ...... hese came eeewees eben et we 2,362 2,021 1,729 
PS Ns cnc cn cecbenciesccsdaceos. “Seen 2,068 1,489 
Other Forest Products...............00. « 1,529 1,636 1,263 
RE A EE OE eR ee 1,212 683 812 
DEGUCHOMEINS, JL s. Co. Bec. c.cietiincbvcccPaceeess 10,713 12,880 10,142 
ge FR I - PO” 11,128 13,183 9,854 

wets) Care Loaded. .3 «6 cccdrieviee cous 40,247 45,664 31,855 

Total Cars Received from Connections 33,247 34,574 29,281 

WESTERN CANADA 

Grain and Grain Products.......... ececde. - eaee 4,006 3,345 
PR ESO aera 803 722 970 
| Rear. > a 3 827 908 604 
CORO@ .2.. Ray 46 49 13 
BEEOP .ccvcsndus 1,095 1,233 922 
Pulpwood ......... 202 211 233 
Pulp and Paper....... 168 134 189 
Other Forest Products... 1,458 1,830 1,486 
See Rn get ts Gace ee ets cease 608 835 537 
Merchandise, L. C. L..... eC ee ee 4,147 4,506 3,638 
Miscellaneous......... antentd Bem BOE Las 3,616 3,779 2,973 
Total Cars Loaded........ a ts ee 16,208 18,213 14,910 
Total Cars Received from Connections 7,036 2,784 2,228 

TOTAL FOR CANADA 

Grain and Grain Products...... et Si cons > ONT 6,970 5,151 
EAVO: WOME. i508 -05 SS vce 8S i daseicee bv idint keke meee 1,687 2,128 
Cont c5.5345 +2 Regu en peacegiee es et eawe Sas <aye. ee 6,718 1,443 
COO Be eae alee > 4 obs bie bie Che be Letcwl beet 345 280 256 
NED, Sie Siena 9'So'b 40 b b-0 Sob CE be xis eek ooo 85890 4,456 3,442 
4, EP ee Ore is ee 2,232 1,962 
Pulp and Paper........ Rigas eee cebeces | :apeee 2,202 1,678 
Other Forest Products...............-.--. 2987 3,466 2,749 
a re we “i; ke ‘7 5 sabe Nee mire tie Ch aeed cb eaters 1,820 1,518 1,349 
mn c ~ SEG Rc. See line «tas ais omed Kone 14,860 17,386 13,780 
OID 6 oa 6 0's CMON Sc bcie dds bWeltwoncn et 14,744 16,962 12,827 
woe -Gare. Leaded «3. .).535 040.4. Se. 56,455 63,877 46,765 
Total Cars Received from Connections 40,283 37,358 31,509 

CUMULATIVE TOTALS TO DATE 

1926 1925 
Grain and Grain Products............. ees 182,801 154,417 
SANWO UMN rs 5-6 00.0 c:0''cbin'v sda rece ita’ ohoclee 51,493 56,742 
SION inteeGs Adee diel o4chs case pe Kaeo eu’ chia 126,100 87,023 
OS 6 040i. c dbas an as bce) cas ace &4-6 boas twas 10,464 7,141 
Lumber ...... ies: s-palale ds epsdegncth'e Sa\niaaole® eoak 91,876 89,421 
Pulpwood a ee eee Epecwly cower se Os 4 € 79,388 77,482 
nee PONE, aie sccnet ossksd cavities 65,510 54,191 
Other Forest Products............cc00e- <é 87,293 77,375 
0 TS RS Sa RAI RE RE ic ARE 40,317 33,652 
oe eo eh Se ae aera Soe cre. 410,637 389,603 
Miscellaneous..:....... os GveGbEs 1ktA Sich 4 339,464 297,559 
DOCH Gare: Gated o.oo ooo e occ c dacs 1,485,343 1,324,606 
Total Cars Received from Connections 971,636 862,305 





MOVEMENT OF CARS 


The daily average movement of freight cars on the steam 
railroads of this country in May was the highest for any May 
on record, amounting to 29.8 miles per day, according to reports 
filed by the carriers with the Bureau of Railway Economics, 
which says: 


The average for May was an increase of 1.2 miles over the best 
previous May which was in 1923 and was an increase of 2.5 miles 
over May last year. It also was an increase of four miles above 
May, 1924. ; 

In computing the ayerage movement per day, account is taken 
of all freight cars in service, including cars in transit, cars in process 
of being loaded and unloaded, cars undergoing or awaiting repairs 
ons also cars on side tracks for which no load is immediately avail- 

The average load per car in May was 26.8 tons, the same as that 
for May last year but four-tenths of a ton above May, 1924. Com- 
pared with May, 1923, however, it was a decrease of 1.2 tons. 
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Largest Fleet ot Liners on the Great Lakes 
A 4-day round trip cruise in either direction including berth 
and meals on the luxurious steamers Eastern States and 
Western States, the fastest ships out of Chicago. Music, 
deck games, dancing, with hostess in attendance. Equipped 
with wireless. Autos carried. Unlimited stop-over privi- 
leges at Mackinac Island and either Detroit or Chicago. 
Service three times weekly from Detroit, June 24th to 4 
tember 4th; from Chicago, June 26th to September 6 
Tickets limited to sleeping accommodations. 

Illustrated Booklet of D & C TOURS mailed upon 

receipt of 2 cent stamp. Address Dept. “T.W.” 


Overnight Service to 


Mackinac Island 


** The Summer Wonderland’’ 
from Chicago or Detroit 


Three times weekly June 24th to aan | 6th. Week-end 
trips. Round tri te inns bet ee es Ue teh ea ie $31 


ches iohate 


Buffalo and Chicago 


Spectrom iso isang Se a alae ees 
lect every Monday, e 0 im 
Stop-overs at Renday, June ackinac Islan or Chicago “80 


auc sor Sood between 


Detroit ana Cleveland 


daily to December Ist. Pare $3.60 one way; $6.50 round trip. Also day- 
ligh eos —- Tul as August. Autos car- 

nCcw Paina Detroit and 

Buffalo and Niagara Falls 


The Greater Detroit, ‘‘The Le reat 
Lakes,’’ and Greater Buffalo, ‘The Majestic of the 


Great Lakes,’’ provide rnight 
DETROIT’ ember ist, between Detroit and "Bulle yn fan me 
‘ FOR RESt am = tg $11.50 round trip. 
‘GREATER ESERVATIONS or further information address 
“ H. McCracken, Acting Gen. Pass. Aghat Detroit Mich. 
BUFEALO 


—the largest steamers of Schants 
their type in the world A. A. BS sins 
—550 feet long—with 


650 first class staterooms BT ncn 
and crew of 300 men. Vice-Pres. & Gen. Mgr. 


DETROIT & CLEVELAND NAVIGATION COMPANY 
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A Word of Caution 
About Shipping Guides! 


Any one of the shipping guides 
published is better than nothing! 





A man who had never used any shipping 
guide would be greatly pleased at the time 
and money saved by the use of one. 


What YOU want. to know, however, is 
which is THE BEST, and that can be deter- 


mined only by knowing what people who have 
USED ALL THE GUIDES published say. 


Fortunately, we are able to give you that 
information. 


THE ESTERBROOK STEEL PEN 
MANUFACTURING COMPANY, a con- 
cern shipping their goods to every place in the 
United States and Canada—in fact almost all 
over the world, have, of course, a completely 
equipped.traffic department. Read what 
they say about 


LEONARD’S GUIDE FOR SHIPPERS 








“Camden, N. J., Dec. 30, 1925. 

“This rate book is the third type we 
have used, and THE OTHER TWO 
CANNOT BE COMPARED TO 
YOURS for accuracy, simplicity, de- 
pendability, and that one essentia!— 
speed, and the care of keeping the 
guide up to the minute.’ 


We only publish one type of guide. 
It is all there—FREIGHT, PARCEL POST 
and EXPRESS, RATES and ROUTING. 
No other one book contains all this infor- 
mation. 





Before you subscribe to any shipping 
guide, send to our New York or Chicago 
office for sample sheets; so that you can 
judge for yourselves. 


Investigation may save you disap- 
pointment. 


G. R. LEONARD & CO., Inc. 


155 North Clark Street 15 East 26th Street 
CHICAGO NEW YORK 










































































WAREHOUSE TERMS, ETC. 
The Traffic World Washington Bureuu 


Difference of opinion has arisen as to whether or not a 
resolution offered by E. C. Delgado, member of the special com- 
mittee on standard forms for warehousing of the National In- 
dustrial Traffiic League, at the conference at the Department 
of Commerce, April 30, on warehouse terms and conditions, was 
adopted by the conference. (See Traffiic World, May 8, p. 
1281). 

The terms and conditions were unanimously approved at the 
conference, but Mr. Delgado, according to a circular sent to 
members by the League, contends that his resolution was 
adopted, while officials of the Department of Commerce who 
had charge of the conference say it was not adopted. 

The Delgado resolution declared to the effect that the terms 
and conditions were accepted by representatives of shippers 
and storers present at the conference, “provided, that shippers 
and storers generally are permitted to arrange with warehouse- 
men such terms and conditions differing wholly or in part from 
these aforesaid standard terms and conditions; and providing 
further, it is understood, that it is not obligatory or mandatory 
on storer to accept from the warehousemen any form or forms 
which bear printed on the back thereof any of the so-called 
standard terms and conditions—or any of the proposed standard 
forms.” 

No stenographic record was made of the proceedings of 
the conference, so that a record is not available to settle the 
question at issue. The recollection of some who attended the 
conference is that Mr. Delgado offered the resolution but that 
it was not formally adopted, explanation having been made at 
the time, in connection with discussion of the matter, that adop- 
tion of the terms and conditions would not preclude the mak- 
ing of special contracts in instances where conditions in a given 
case required special treatment. This was accepted as the view 
of the conference. 

J. H. Beek, executive secretai; of the League, said he com- 
municated with A. Lane Cricher, of the transportation division 
of the Department of Commerce, who acted as secretary of the 
conference, with reference to the Delgado resolution, and that 
Mr. Cricher replied that “no action whatsoever” was taken on 
the resolution “as is was understood thoroughly that any spe- 
cial terms and conditions in addition to the standard contract 
terms and conditions could be made between any warehouse- 
man and any shipper.” 

Later, the circular revealed, Mr. Cricher conferred with Mr. 
Delgado who insisted that the resolution was adopted. After 
that conference, John Matthews, Jr., assistant director of the 
Bureau of Foreign and Domestic Commerce, who presided at the 
conference on warehouse terms and conditions, wrote to Mr: 
Delgado, stating that there was “an apparent misunderstanding 
on your part in this regard. Your resolution was not voted 
upon nor adopted at the conference. I believe you will agree 
with me that it is obvious that there was no necessity for such 
a resolution. In endeavoring to be of assistance to American 
business through the ‘law of. coopration’ no simplification work 
meets with success unless indusrties support it.” Mr. Matthews 
set forth that the “regulations were not law nor mandatory, but 
were so formulated that, except in special cases, or where the 
shipper or warehouseman finds it necessary to modify them be- 
cause of the nature of his business or because of his inability to 
comply with certain regulations or because of other reasons in- 
volving his business practices, they would serve as the stand- 
ard contractual regulations between the warehouseman and 
his client. Any modifications necessary would not appear in the 
‘standard regulations’ but would be separated from those on the 
warehouse document.” 

Mr. Matthews said it was hoped that in the near future a 
sufficient number of acceptances would be received to permit 
the Department of Commerce to approve officially the trms and 
conditions adopted. He said a large numbe of acceptances 
were being received daily. 

The League circular said that one of the League members 
had sent in a circular of another national organization in which 
it was stated that the Delgado resolution was seconded by a 
warehouseman and adopted, but that no mention was made of 
that action in the report sent out by Mr. Cricher. The national 
organization referred to, the name of which was not given, has 
advised members to withhold approval of the terms and condi- 
tions until further notice, according to the League Circular. 

According to the recollection of some who attended the 
conference, a warehouseman did second the Delgado resolution, 
saying that he had no objection to it, but that was as far as 
the matter went in view of the fact that the conference agreed 
that a shipper could enter into special arrangements with ware- 
housemen if they wished. In conclusion, the League circular 
said: 


If Mr. Delgado’s resolution was adopted, it necessarily follows 
that the standard terms and conditions were not adopted uncon- 
ditionally, but were adopted with a very important proviso; namely, 
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that shippers and storers generally be permitted to arrange y 
the warehousemen, such terms and conditions differing wholly 
in part from the terms and conditions promulgated by the de, 
ment of commerce; and the further proviso, that it is not obliga, 
or mandatory on the patrons of the warehouses to accept from 4 
warehousemen any form, or forms, which bear printed On the hy 
thereof any of the so-called “Standard Terms and Conditions.” 

Mr. Matthews’ (assistant director, bureau of foreign and domey 
commerce), letter to Mr. Delgado, concedes that where the ship, 
or carrier finds it necessary to modify the standard contract te 
and conditions they would do so in a separate document. 

Under the circumstances we do not feel warranted in mak 
any recommendations to our members as to acceptance or non. 
ceptance of the “Standard Terms and Conditions,’’ a copy of whi 
is attached, but leave to each the determination of what he gho, 
do in view of the facts as outlined. 


Both Mr. Matthews and Mr. Crieher, of the Department ¢ 







































Commerce, were out of the city this week. GEOGR 

gas dns LOCATE 

REVENUE FREIGHT LOADING DIST 
Loading of revenue freight the week ended July 3 totalg 

1,072,624 cars—the seventh week so far this year that freigh AND F 

loadings have been in excess of one million cars—according jy : 


reports filed by the carriers with the car service division of th 
American Railway Association. - 

The total for the week of July 3 was an increase of 103) 
cars over the preceding week, the increase being due principally 
to the heavier movement of merchandise and less-than-carloag 
freight, miscellaneous freight, grain and ore. All other eo 
modities reported decreases compared with the preceding wee, 

The total for the week of July 3 was an increase of 20643 
cars above the corrrespondinng week last year ané an increas 
of 314,720 cars above the corresponding week in 1924. In mak 
ing comparisons, however, with the corresponding weeks jy 
the two previous years, consideration should be given to the 
fact that each of those weeks contained a holiday (Independent 
Day), while the week of July 3 this year did not. 

Revenue freight loading by districts the week ended July 
3 was reported as follows: 








Eastern district: Grain and grain products, 8,538 and 6,744: live 
stock, 2,450 and 2,286; coal, 46,881 and 34,796; coke, 2,754 and 1,902: 
forest products, 5,868 and 5,127; ore, 7,134 and 4,198; merchandise, 
L. C. L., 74,416 and 62,426; miscellaneous, 107,971 and 87,071; total, 
1926, 256,012; 1925, 204,550; 1924, 178,410. : 

Allegheny district: Grain and grain products, 2,821 and 2,34); 
live stock, 1,951 and 1,969; coal, 43,855 and: 34,130; coke, 5,320 and 
4,046; forest products, 3,547 and 2,751; ore, 13,793 and 12,319; mer- 
chandise, L. C. L., 57,086 and 48,004; miscellaneous, 88,754 and 74,571; 
total, 1926, 217,127; 1925, 180,116; 1924, 154,098. 

Pocahontas district: Grain and grain products, 226 and 163; live 
stock, 124 and 123; coal, 40,330 and 30,120; coke, 568 and 383; forest 
products, 1,773 and 1,496; ore, 94 and 67; merchandise, L. C. L., 7,1 
and 6,194; miscellaneous, 5,999 and 3,814; total, 1926, 56,304; 1925, 
42,360; 1924, 32,094. 

Southern district: Grain and grain products, 3,667 and 2,944; live 
stock, 1,737 and 1,565; coal, 22,364 and 18,380; coke, 733 and 768; forest 
products, 22,449 and 21,137; ore, 1,388 and 1,220; merchandise, L. ¢. 
L., 40,290 and 35,289; miscellaneous, 55,562 and 45,360; total, 1926, 
148,190; 1925, 126,663; 1924, 110,579. 

Northwestern district: Grain and grain products, 7,595 and 7,652; 
live stock, 7,810 and 6,052; coal, 4,467 and 5,034; coke, 1,757 and 1,020; 
forest products, 16,397 and 12,508; ore, 46,438 and 33,745; merchandise, 
L. C. L., 34,227. and 28,423; miscellaneous, 45,432 and 35,196; total, 
1926, 164,123; 1925, 129,630; 1924, 113,929. 

Central Western district: Grain and grain products, 21,230 and 
9,618; live stock, 9,399 and 9,207; coal, 10,498 and 9,621; coke, 323 and 
250; forest products, 10,879 and 7,647; ore, 3,537 and 3,092; merchan- 
dise, L. C. L., 36,014 and 30,453; miscellaneous, 60,592 and 48,951; 
total, 1926, 152,472; 1925, 118,839; 1924, 116,236. 

Southwestern district: Grain and grain products, 7,912 and 4,493; 
live stock, 2,882 and 3,012; coal, 4,318 and 3,274; coke, 211 and 139; 
forest products, 9,637 and 8,096; ore, 719° and 486; merchandise, L. 
Cc. L., 17,005 and 14,231; miscellaneous, 35,712 and 30,310; total, 1926, 
78,396; 1925, 64,041; 1924, 52,558. 

Total, all roads: Grain and grain products, 51,989 and 33,954; live 
stock, 26,353 and 24,214; coal, 172,713 and 135,355; coke, 11,666 and 
8,508; forest products, 70,550 and 58,762; ore, 73,103 and 55,127; mer- 
chandise, L. C. L., 266,228 and 225,020; miscellaneous, 400,022 and 
325,259; total, 1926, 1,072,624; 1925, 866,199; 1924, 757,904. 








Loading of revenue freight this year compared with the 
two previous years follows: 


1926 1925 1924 
Five weeks in January ........... 4,432,010 4,456,949 4,294,270 
Four weeks in February.......... 3,676,449 3,623,047 3,631,819 
Four weeks in March............. 3,877,139 3,702,413 3,661,922 
Four weeks in April.............. 3,795,837 3,726,830 3,498,230 
Five weeks in May............... 5,142,879 4,853,379 4,473,729 
Four weeks in June.............. 4,112,150 3,965,872 3,625,182 
Week ended Jule: So. iid 6:0c0 jeu 1,072,624 866,199 757, 

GE ae  .26,109,088 25,194,689 23,943,056 


BOARD OF MEDIATION SECRETARY 


John Marrinan, personal secretary to Secretary Hoover, of 
the Department of Commerce, was selected as secretary of the 
Board of Mediation, created by the railway labor act, at a meet: 
ing of the board, July 10. Mr. Marrinan is a former Washins 
ton newspaper man who entered the Department of Commerce 
service about four years ago. He served a year in Brazil a8_ 
a trade commissioner there and on his return to Washington 
became secretary to Mr. Hoover. He came to Washington I 
1915 from his home, Woburn, Mass. 
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BALTIMORE, MD. 


GENERAL MERCHANDISE STORAGE 
Pool Car Distribution. Forwarding—Rigging 


BALTIMORE TRANSFER CO. 


| Telephone Calvert 0300 300 Block, North Front St. 


TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
ST. JOSEPH, pera 
GEOGRAPHICALLY 
LOCATED TO RENDER 
DISTRIBUTORS ~ee 
DISTINCTIVE WAREHOUSE “SS 
AND FORWARDING 
SERVICE 


$T. PAUL, MINNESOTA 

















































**To Serve the Northwest” 


ST. PAUL TERMINAL WAREHOUSE C0. 


Storage of Merchandise — Pool Car Distribution 


Licensed by and bonded to the State of Minnesota 


SOUTH BEND, IND. | 


WARNER WAREHOUSE CO. 


Merchandise Storage and Distribution 


New York Central Siding—Free Switching—Pool Car 
Distribution—Negotiable Warehouse Receipts Issued. 
Members; American Warehousemen’s Ass’n © 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 
DEEP WATER AND RAIL CONNECTIONS 








LOOSE LEAF PUBLICATIONS THAT TAKE THE PLACE OF HUNDREDS OF RAILROAD TARIFFS 
’ EASY TO READ AND ALWAYS UP TO DATE 


41 Park Row, New York W. J. HARTMAN, Publisher 732 Federal St., Chicago 
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Henry Coburn Storage & Warehouse Co., Indianapolis 


Orders Filled and Enroute the Day Received. No Trap Car Delays. 
We Operate Our Own Truck Equipment. 


Merchandise Storage — Quick Shipments — Distribution Cars 
“‘Coburn Service for Efficiency’’ 


HARTMAN'S FREIGHT RATE SERVICE 


ESTABLISHED 1908 


A SERVICE FOR TRAFFIC MANAGERS, SHIPPING DEPARTMENTS 
FREIGHT AGENTS AND FREIGHT ACCOUNTANTS 


Providing Rates from the Larger Distributing Centers to Stations of Destination Throughout the United States 















PANAMA MAIL S.S.CO. 


Fast Freight and Passenger Service 


Scheduled Sailings via Panama Canal 
From—SAN FRANCISCO AND LOS ANGELES 
To—HAVANA AND NEW YORK 


EASTBOUND SAILINGS 


From San Francisco From _~ Senn 
















S.S. COLOMBIA.............. uly 
S.S. VENEZUELA............. August 14 PB. is 
S.S. ECUADOR............ September 4 September 6 





Also regular sailings for Mazatlan, Manzanillo, Champerico, 
San Jose de Guatemala, Acajutla, La Libertad, La Union, 
Corinto, Amapala, P ntarenas, San Joan del Sur and Balboa, 
Cristobal (Panama) and Buenaventura. 

Trans-Shipment at Panama for South American and European Ports 
OFFICES 
2 Pine Street, San Francisco, Cal. 
10 Hanover Sq., New York, N. Y. 548 So. Spring St., 





Los Angeles, Cal. 


1,500,000 SQUARE FEET 
OF 


Modern Fireproof ee ay: in Los Angeles and at the Port 


o Angeles 
Free and U. 8S. Customs Bonded Storage 
Insurance Rate 18 Cents 


Storage — Forwarding — Distribution — Cartage 
Space Leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 
Cotton Pressed to High Density 
We can serve you in some capacity and would suggest that you 
complete your file by requesting the rates for our specialized service. 


Union Terminal Warehouse Corporation 
Shattuck & Nimmo Warehouse Company 


UNION TERMINAL WAREHOUSE COMPANY 
Los Angeles, California 


ALBANY, Wi. Y. | 


Albany is the natural distributing point for New 
York and New England. Splendid warehouse 
facilities for every need. Direct track connec- 
tions with all railroads running into Albany. 


Albany Terminal & Security Warehouse Co., Inc. 
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Terminal Freight Services and Allowances 


Fourth of a Series of Sixteen Articles on This Subject, Written for The Traffic World, by 
G. Lloyd Wilson, Ph. D., Assistant Professor of Commerce and Transportation, 
University of Pennsylvania 


The Elevation of Grain 


The railroads of the United States have developed a number 
of special, transit and terminal services in connection with the 
handling of grain and grain and grain products. The transit 
privileges of milling and malting grain and grain products, the 
transfer of grain through elevators or “jumbos” en route, the 
stopping of grain and grain products for bleaching, cleaning, 
drying, grading, inspection, mixing, sacking, and storage in 
transit have been described in detail in connection with the 
treatment of transit privileges.’ 

The Interstate Commerce Commission has distinguished be- 
tween two forms of -elevation service in connection with grain 
and its products that are fundamental. One form, known as 
“transportation elevation,” includes the transfer of grain from 
one car to another through jumbos or elevators or the weighing 
of the grain either in the original or a transfer car. These 
services are performed by the carriers as parts of the trans- 
portation service and are rendered to shippers usually without 
extra charge. The second form of transit service is known as 
“commercial elevation.” Inspection, grading, sampling, mixing, 
blending, bleaching, turning, blowing, screening, clipping, dry- 
ing, sacking, storing, and commercial weighing are services in- 
cluded in commercial elevations. The railroads are not obliged 
to perform services of this character free of charge as parts of 
transportation service. On the contrary, elevator companies 
or the railroads, if they own and operate their own elevators, 
undertake these functions at fees charged in addition to the 
transportation rates.” 

The Commission, in 24 I. C. C. 197, at page 199, states the 
distinction between these services, “transportation elevation, 
consisting of the passing of the grain through an elevator for the 
purpose of transferring it from car to car and obtaining its weight.” 
Commercial elevation is defined as “various processes in the 
treatment of the grain itself, like cleaning, mixing, clipping, dry- 
ing, etc. The first sort of elevation is incident to the -trans- 
—e of the grain; the second, to the merchandising of the 
grain.” 


Terminal Elevation 


Railroads frequently own and operate grain elevators or 
have working agreements with elevator companies to handle 
the commercial elevation of the grain at the terminals of the 
lines. Great elevators are maintained at virtually all the im- 
portant ocean and lake ports and at many inland termini of the 
grain carrying roads. These terminal elevators, especially those 
at the lake and ocean ports, greatly facilitate the distribution 
of grain in the domestic and foreign markets by providing stor- 
age spaces and affording an opportunity for commercial process- 
ing while the goods are awaiting transshipment. 

Cars of grain are brought by the rail lines serving the south- 
west to Galveston, Tex., or New Orleans, La., and stored and 
processed there while awaiting steamers to take the grain to 
overseas markets. Grain from other grain producing areas is 
focused at other ports on the north Atlantic, south Atlantic, 


Gulf, or Pacific seaboards, or on the lakes, awaiting further 
transportation. 


Regulations Governing Handling of Grain in Railroad Elevators 


A typical set of rules governing the handling of grain in 
an elevator owned and operated by a railroad company provides 
that grain will be received in store only after it has been in- 
spected and graded by authorized inspectors, unless the grain 
is accepted after special arrangement has been made between 
the owner and the carrier. Unsound, unmerchantable, or sample 
grain, except such grain as is graded as sample grain, solely 
because of the moisture content, is not accepted by the elevator. 
Grain from vessels and grain in bags are also specifically ex- 
cluded from elevation. 

Warehouse receipts for the goods are issued by the manager 
of the elevator through the regular office on payment of freight 
charges, and are redeemed only at the same office. 

When the grain must be lightered to vessels to be loaded, 
the railroad company operating the elevator assumes no risk 
for the safety of the goods in the course of the lighterage. 
This applies equally to losses through fire and marine hazards. 
Orders for floating service to be given grain from elevators are 
accepted by the carrier with the understanding that the service 





2 Wilson, G. Lloyd, Transit Services and Privileges, Traffic Service Cor- 
poration, Chicago, 1925, Chapters V, VI and VII. 
*See 22 I. C. C. 496, and 24 1, C. C. 197. 
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will be accomplished with reasonable dispatch. The standard 
of reasonable dispatch is determined by prevailing conditions 
and the general business of the carrier at the time the order 
are placed and the services are to be performed. The carrie 
does not agree to perform the service at any particular time, byt 
agrees to provide it with the least- possible delay. 


Freight Charges 


The freight charges on the incoming grain are computed on 
the elevator scale weights, as all inbound cars are weighed 
before being unloaded. The billing weights are, however, sub 
ject to the carload minimum weights specified by the tariffs 
of the carriers originating the grain. Such weights are required 
to be shown on the original bills of lading covering the move 
ments in addition to the actual weights of the grain covered 
by the bills. Freight charges not paid before the grain is wm. 
loaded into the elevator are carried as a lien against the grain, 
which must be paid before the grain is released. The regular 
freight charges are for transportation only and do not include 
any of the services incident to elevation or processing at the 
terminal elevators. 








Elevator Charges 


Elevator charges for all services, except drying, are specified 
in the tariff. Charges for drying grain and the regulations gov- 
erning that service are provided separately. 

. The following schedule of charges is applied by the Penn- 
sylvania Railroad for handling grain at its elevator at Girard 
Point, Philadelphia: 


Receiving, weighing, and storing grain received from cars, for 
the first period of twenty days or part thereof, and delivery of the 
grain in bulk to vessel, either alongside the elevator or by lighter to 
a steamship of a regular line docking at piers and within the lighter- 
age limits of the port of Philadelphia—1 cent per bushel. 

Storage for each succeeding day beyond twenty days—1/25 cent 
per bushel. é 

Mixing in store, except mixing not through bins at the time of 
delivery to cars or vessels which is performed free of charge—% cent 
per bushel. 

Screening and blowing—% cent per bushel. 

Mixing, screening and blowing in store when performed in one 
operation—3/16 cent per bushel. 

Reloading or trimming cars of grain, $1.00 per car.® 


A slightly different schedule of charges is provided by the 
same tariff for grain handled in the Keystone grain elevator on 
its tracks at North Philadelphia. In this latter schedule the 
initial storage period is ten days and the charge for receiving 
from cars, weighing and delivery to cars or wagons, including 
ten days’ free storage, is % cent a bushel. No deliveries to 
vessels are made of 1% cent for each ten day period or fraction. 
Turning, blowing, screening or mixing in store are charged 
at the rate of %4 cent a bushel. Blowing, screening and mixing 
are done at one operation in store for the same price. Clipping, 
including delivery from and to cars or wagons, is performed 
for % cent a bushel. Shelling cob corn costs 2 cents a bushel, 
provided the cobs become the property of the company after 
shelling. The right is reserved to reject the corn when it is 
out of condition, rendering it liable to damage the corn shelling 
machinery.- In such instances the corn is returned to the team 
track adjacent to the elevator for delivery to the consignee 
without being shelled.‘ 


Charges for Drying Grain 


Separate schedules of charges for drying grain are published 
for the services incident to drying grain at the Girard Point 
and Keystone elevators of the Pennsylvania Railroad in the 
Philadelphia terminal district. The charges for drying are in 
addition to elevator charges and, of course, in addition to the 
freight rates. The charges are based on the weight of the 
grain before being dried. Loss of weight is borne by the own- 
ers of the grain. All grain to be dried is under the control and 
supervision of the inspection department, of the commercial ex- 
change of the local grain trade. association. 


Charges for Drying at Girard Point Elevator. 


Nos. 1, 2 and 3 barley, oats and wheat, % cent per bushel. 

No. 4 barley, oats and wheat, % cent per bushel. 

No. 5 barley, oats and wheat, 1 cent per bushel. 1 
Sample grade, dry, for higher grade wheat, 1% cents per bushel. 
Sample grade, dry, for sample grade wheat, 2% cents per bushel. 
Rejected rye, 1% cents per bushel. 


*Pennsylvania Railroad Freight Tariff, F. D. No. 319, G. O. 1 
Cc. C. No. 14322, Rule 25, Item 253. 
‘Ibid, Rule 27, Items 263, 267, 277 and 279. 



































July 17, 1926 


[Burlington 


Burlington} 
Route 


Colorful in interior decorative treatment and ~ 
luxurious in modern appointment, the only four 
such Pullman cars ever built were created especially for 
these premier Burlington trains. 
3 The casino cars, now in daily service on the Denver Limited and the 
. Chicago Limited made their initial appearance in June in connection with 
the first public exhibition of these new trains. Formal dedication ceremonies 
were held at the terminals with Mayor Wm. E. Dever of Chicago and Mayor Benj. 


F. Stapleton of Denver officiating — —— and more than ten thousand visitors came 
to see the new trains. 


Reservations 
179 West Jackson St., Phone Wabash 4600 
J. R. Van Dyke, General Agent,, Passenger Department, Chicago 


EE . 
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THE LARKIN TERMINAL 
WAREHOUSE 


—Renders all forms of warehouse service.. 
—Stores automobiles and general merchandise. 


—Distributes pool cars without carting charges and makes 
local deliveries. 


—Issues negotiable and non-negotiable warehouse receipts. 

—Has lowest insurance rate in Buffalo. 

—Has storage-in-transit privileges. 

—Located on Erie and N. Y. C. R. R. 125 car spotting 
capacity. 


—Conducts only Bonded Warehouse in Buffalo. 


Western Distributing Warehouse at Peoria, Ill. 
For information and prices, write 


J. E. WILSON, Traffic Manager 


Litt Kt Ca Inc. 


680 Seneca Street BUFFALO, N. Y. 
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ROCHESTER, N. Y. 


GENERAL MERCHANDISE STORAGE 


Distribution 


The only modern Merchandise Warehouse fully 
equipped and centrally located in the 
City of Rochester. 


Insurance rate 12 cents per $100.00. 


Located on private siding of the Buffalo, Rochester 
& Pittsburgh Railway, enjoying switching at 
flat Rochester rate with all steam roads. 


B. R. & P. Warehouse, Ine., ®°ch<s'*" 


N. Y. 


ACIFICGN 
« CARIBBEAN ) 
ty Le LIN Ly 


SAILING EVERY SECOND SATURDAY 


MOBILE and NEW ORLEANS 


Los Angeles Harbor, San Francisco 
Oakland, Portland, Seattle 


and Tacoma 


Through bills of lading issued to Hawaii, Australia, 
“&. New Zealand and Dutch East Indies for trans- 
shipment at San Francisco. 


Calls are made at Tampa and San Diego as Cargo offers 
THE STEELE STEAMSHIP LINE, INC. 


GENERAL GULF AGENTS 
424 Whitney-Central Bldg., New Orleans, La. 


THE STEELE STEAMSHIP LINE, INC. 
158 Moore Street New York, N. Y. 


SWAYNE & HOYT, INC., Pacific Coast Agente 
430 Sansome Street San Francisco, Calif. 


-H. H. KENNEDY, General Western Agent 
106 Merchants Exchange Building St. Louis, Mo. 


HARRY Ri Gaemnevetel Aguik 
905 Sires Eide 00 took Mie ae Chain, iit 
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No. 3 rye, % cent per bushel. 

No. 4 rye, 1 cent per bushel. 

Nos. 1, 2 and 3 corn, white, yellow or mixed, % cent per bushel. 
Nos. 4 and 5 corn, white, yellow and mixed, % cent per bushel. 
No. 6 corn, white, yellow or mixed, 1 cent per bushel. 

Sample grade, dry, for higher grade corn, 14% cents per bushel. 
Sample grade, dry, for sample grade corn, 2% cents per bushel. 
Sample oats, 1% cents per bushel. 


“Drying at Keystone Elevator 


Steam drying, No. 2 grade of grain of any kind, % cent«per bushel. 

Steam drying, steamer No. 2 grade of grain of any kind, % cent 
per bushel. 
‘inn ne pam drying, No. 3 and 4 grade of grain of any kind, 1 cent per 

shel. 

Steam drying, sample corn, moisture content, 
over, 1% cents per bushel. 

Steam drying, sample corn, moisture content, under 24 per cent 
to 21 per cent, inclusive, 1 cent per bushel. 

Steam drying, sample corn, moisture content, under 21 per cent, 
% cent per bushel. 

Steam drying, no established grade wheat, 1%, cents per bushel. 

Cooling grain of any grade, % cent per bushel. 

Cold air drying grain of any grade, % cent per bushel. 

Bagging. Grain to be removed immediately after bagging, 1 cent 
per bushel. 

Cracking corn in carload lots, % cent per bushel. : 

On all grain passing through elevator, except for delivery in 
Philadelphia, %4 cent per bushel. 


24 per cent and 


The company does not guarantee to dry the grain within 
any specified time. It is not responsible for the deterioration 
of the grain due to delay in passing through the drier. Grain 
ordered through the drier is handled as promptly as possible, 
taking its regular turn aecording to the date the order for 
drying is received at the elevator office.’ 


Charges for Floating Elevator Service 


The regulations and charges’ published by the elevation 
service in Philadelphia are made with the understanding that 
chartered or tramp steamers, known as other than regular line 
steamships, are expected to take grain direct to vessel at the 
Girard Point elevator. If the tramp steamers elect not to take 
grain at the elevator but prefer to have it lightered and deliv- 
ered at shipside by a floating elevator, the carrier makes such 
delivery to steamers at their loading piers or docks within the 
lighterage limits of the port by lighter and floating grain ele- 
vator.. An extra delivery charge of 1% cents a bushel, with a 
minimum charge of $200 a delivery, is made for this service. 


Terminal Handling of Hay and Straw 


Special arrangements are made by carriers at their larger 
terminals for handling shipments of hay and straw. Shipments 
of these commodities are usually handled at special stations so 
that direct team track deliveries and warehouse deliveries may 
be made conveniently. A typical set of rules provides that ship- 
ments of hay and straw in carload lots, destined to Philadelphia, 
can be receipted for and forwarded to either a team track or 
a private siding when deliveries to such points are provided. 
If delivery at a warehouse in this terminal is required, the 
shipments must be receipted for and forwarded to either one 
of the two hay warehouses of the Pennsylvania Railroad in 
Philadelphia—1, Thirty-first and Chestnut streets, or 2, Front 
and Berks streets (Kensington). 


The shipper may specify at which of these two warehouse 
stations he prefers delivery to be made. If the shipments are 
consigned merely to Philadelphia or ‘for team track delivery in 
Philadelphia, the cars are forwarded to Thirty-first and Chestnut 
Street station of the Pennsylvania and delivered either through 
the hay warehouse at that station, if for warehouse delivery, 
or placed on team tracks at that station. Cars consigned to 
Kensington, an industrial district in northeast Philadelphia, are 
forwarded to the Front and Berks streets station in the heart 
of this district. 

Shipments of hay and straw consigned to points in the ter- 
minal district, where no warehouse deliveries are provided for 
these commodities, are assumed to be intended for track de- 
livery. If consigned to Thirty-first and Chestnut station or to 
Kensington, without team track or private siding delivery being 
specified, the shipments are delivered through the hay ware- 
houses at these stations. 


Reconsignments of Hay and Straw Within the Terminals 


Shipments of hay or straw that have been actually placed 
for delivery on team tracks or private sidings are subject to 
extra movement charges if reconsigned from the team tracks 
or private sidings to the designated hay warehouses. These 
charges range from $2.70 to $13 a car, regardless of weight, de- 
pending largely on the length of the terminal switch movement. 
Intra-terminal switching will be discussed more fully in a later 
article. In addition to the charges for movement of the cars 
from team track or private sidings to the warehouses, the ship- 
ments are subject to car demurrage while awaiting delivery to 
the warehouses. No free time is allowed on such reconsigned 
shipments after being unloaded at the warehouses. The cus- 





‘Ibid, Items 255, 265, and 271. 
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tomary period of forty-eight hours after placement and arrival 
notice has been sent or given the consignees is accorded the 
cars at the time they are originally placed. 


Publication of Elevation Charges 


Carriers in interstate commerce are required by law and by 
administrative ruling of the Interstate Commerce Commission to 
publish, post, and file separate tariffs containing the charges ap- 
plying on all terminal services including specifically the charges 
for elevation. 


The tariff rules of the Commission as published in section 
10 (a) of Tariff Circular 18-A, provide: 


Each carrier shall publish, with proper I. C. C. numbers, post and 
file separate tariffs which shall contain in clear, plain, and specific 
form and terms all the terminal charges and all allowances, such as 
arbitraries, switching, icing, storage, elevation, diversion, reconsign- 
ment, transit privileges, and car service, together with all other 
privileges, charges, and rules, which in any way increase or decrease 
the amount to be paid on any shipment as stated in the tariff which 
contains the rate applicable to such shipment, or which increase or 
decrease the value of the service to the shipper. Such tariffs must 
stipulate clearly the extent of such privileges and the charges con- 
nected therewith, and shall also state whether or not the rate pub- 
lished by the initial carrier from the point of origin to ultimate des- 
tination will apply. If the through rate does apply it must be as of 
the date of shipment from point of origin. 

If such privilege is granted or charge is made in connection with 
the rate under which the shipment moves from point of origin, the 
initial carriers tariff which contains such rate must also show the 
privilege or the charge or umst state that shipments thereunder are 
entitled to such privileges and subject to such charges according to 
the tariffs of the carriers granting the privileges or performing the 


services, as “lawfully on file with the Interstate Commerce Com- 
mission.”’ 


FINANCE APPLICATIONS 


The. Wheeling and Lake Erie has asked the Commission for 
authority to issue and sell, $2,000,000 of its 5 per cent refunding 
mortgage bonds, series B. The application says the company de- 
sires to sell the bonds at not less than 92 or to pledge them as 
collateral as security for short term notes in an amount of $1,250,000, 
the proceeds to be used to retire $2,000,000 of first mortgage bonds 
which mature on October 1. 

The Chicago & Illinois Western has asked the Commission for 
authority to issue $489,500 of 5 per cent equipment trust certificates, 
to be used in the acquisition of equipment, estimated to cost $689,000, 
the certificates to be sold to stockholders of the company. 

The Warrior River Terminal Company, which was organized in 
the interest of the Inland Waterways Corporation, the government 
barge line agency, has applied for authority to acquire trackage and 
other rights from the Birmingham Southern in connection with opera- 
tion of part of the old Ensley Southern between Birmingport and 
the Birmingham industrial district. The terminal company was re- 
cently authorized to acquire the Ensley Southern property. 

The Union Pacific has applied for authority to operate a con- 
structed industrial spur track as a branch line of railroad from a 
connection with its Park City branch to Keetley in Wasatch county, 
Utah. 

The Lehigh & New England Railroad Company has applied for 
authority to abandon part of a branch line from Mile Post No. 1, in 
Orange county, New York, to Glenwood, in Sussex county, New Jer- 
sey, a distance of 2.384 miles. 

“The Norfolk and Portsmouth Belt Line Railroad Company has 
applied for authority to issue $500,000 of 5 per cent general and re- 
funding mortgage bonds and to sell $250,000 of the bonds at 97% 
and accrued interest. The company said the purpose of the issue 
was to reimburse its treasury for expenditures for construction, ex- 
tensions, equipment and additions and betterments. It said it pro- 
posed to sell the $250,000 of bonds to Kean, Taylor & Co., of New 
York. 


UNCONTESTED FINANCE CASES 


The’ Southern has been authorized to acquire and operate a line 
of railroad in Walker county, Ala., extending from a connection with 
the Southern at Parrish to High Level, a distance of approximately 
6 miles. 

The Artemus-Jellico has been authorized to acquire and operate 
a line of railroad in Knox county, Ky., extending from a connection 
with the L. & N., at Artemus to Anchor, a distance of approximately 
12 miles. 

The St. Louis Southwestern has been authorized to procure au- 
thentication and delivery of $1,291,000 of first terminal and unifying 
mortgage bonds. 

The Mobile & Gulf has been authorized to issue $300,000 of com- 
mon — stock, consisting of 3,000 shares of the par value of 
$100 each. 

The Union Freight Railroad Company has been authorized to ex- 
tend the maturity date of a mortgage note for $60,000 three years 
from June 16, 1926, at 5 per cent interest. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended July 10 totaled 23,818 cars, as compared with 21,914 cars 
(revised) the preceding week, according to the Bureau of Agri- 
cultural Economics of the Department of Agriculture. Ship- 
ments were reported as follows: 


Apples, 669 cars; cabbage 240 cars; cantaloupes, 1,514 cars; celery, 
67 cars; cherries, 85 cars; cucumbers, 454 cars; eggplant, 9 cars; grape- 
fruit, 29 cars; grapes, 333 cars; green peas, 141 cars; lemons 230 
ears; lettuce, 358 cars; miscellaneous melons, 298 cars; mixed citrus 
fruits 272 cars; mixed vegetables, 451 cars; onions, 276 cars; oranges, 
590 cars; peaches, 3,458 cars; pears, 921 cars; peppers, 113 cars; plums 
and prunes, 263 cars; strawberries, 91 cars; string beans, 70 cars, 
sweet potatoes, 6 cars; tomatoes, 1,001 cars; watermelons, 6,932 cars; 
potatoes, 1926 crop, 4,900 cars; potatoes, 1925 crop, 15 cars; imports, 
none. 
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TRANSMARINE LINES 


Gulf Service 
BEAUMONT, TEXAS 


SERVING 


THE SOUTH AND SOUTHWEST 
Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
on the 10th, 20th and 30th of each month 


intercoastal Service 


LOS ANGELES HARBOR, OAKLAND 
AND SAN FRANCISCO 
Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
EVERY TEN DAYS 


Also sailings to other ports as inducements offers 


( Claims 
DIRECT loading CAR to SHIP eliminates { Delays 
Lighterage 


Through Bills of Lading Issued 


TRANSMARINE LINES 


Port Newark Terminal 
Telephone Mulberry 4300 
General Agencies: 


Beaumont, Ratiele, Chicago, Cleveland, Dallas, Fort Worth, Los Angeles, + ogee 
Meb: ng thes ng Pittsburgh, Port Newark, San Antonio, es Francise - 


5 fie st New ¥ York b Clty 
Tel ephone Rector 


United Fruit Company 


General Offices, One Federal Street, Boston, Mass. 


STEAMSHIP SERVICE 


REGULAR FREIGHT SAILINGS 
FROM 


New York, Boston and New Orleans 
TO 


Havana and Santiago, Cuba 
JAMAICA a 


Kin: rtagena 
a Puerto Colombia 
Santa Marta 


Jamaica Outports 
CANAL ZONE CORES Eee 


Cristobal ALSO 
PANAMA ena 


Bocas del Toro Spanish 


Through Sts of Ladhng ieoned vie Colsteliel We West Const Porte 
of South America, Central America and Mexico. 


For rates and other information, address 


= Bad Place 
1 St. Charles 

hye Wharf 

Manwstbe Building 

Huff Shipping ae ed 
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Garland Steamship 
Corporation 


Los Angeles Harbor, San Francisco, 
Oakland, Seattle, Tacoma, 
Gray's Harbor 


STEAMER New York |Philadelphia| Baltimore |Newport News| Norfolk 


EDGAR BOWLING ...| July 17 July 30 
WILLIAM CAMPION. .| Aug. 7 .12| Aug. 13 
ALBERT JEFFRESS. . .| Aug. 21 ‘ .26| Aug. 27 
GEORGE ALLEN Sept. 4 ' . 9| Sept. 10 


..| Sept. 18 a 4 Sept. 24 
Oct. 2 E ; Oct. 8 
Oct. 16 ;. Oct. 21 | Oct. 22 


For Rates and other information, apply to 


GARLAND STEAMSHIP CORPORATION 


New York City 25 Broadway 
PPI e.g oie cice So dake nce geen Bourse Building 
oo eae American Building 
Norfolk, Va.................Seaboard Nat. Bank Building 
Pittsburgh, Pa Henry W. Oliver Building 
Los Angeles, Cal Central Building 
aan Francisco, Cal... .....:. 02... eee Newhall Building 
Seattle, Wash Central Building 


| Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 
WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York, Telephone Bowling Green 7394 
SF: Se CLS 
And at our Branch Offices at ports of call, etc. 


























































156 


- THE ECONOMIC WASTE OF RATE 
' ADJUSTMENTS 


Editor The Traffic World: 

The present trend of complaint and defense in the work- 
ing out of our transportation law is proving a continuous drain 
upon the resources of complainants, railroads, and the govern- 


ment, in time and money beyond conception. Under the act, 
any freight rate applying from any point may be attacked, pre- 
senting an open door for agitation of the rate structure as set 
forth in the tariffs issued by the carriers. The preparation of 
the petitions, exhibits, testimony, arguments, and briefs re- 
quired by all parties in the proceedings requires the expendi- 
ture of amounts out of keeping with the original purposes of 
the act. Furthermore, the time required by the executives of 
the carriers, in the preparation of the defense and attendance 
at hearings, removing them from their normal duties, counts 
heavily in the calculation of cost. The government, too, 
through its agency, the Interstate Commerce Commission, con- 
tributes with increasing outlays to accomplish the purposes of 
the law. The Commission, functioning at its best, requires 
much time to elapse before decision, and its broad powers have 
been appealed to remedy fancied wrongs and the correction 
of matters that should be disposed of satisfactorily by the in- 
terests affected. The railroads, being corporations designed 
to perform a public duty, are servants of the public and, as 
such, their regulation in the public interest must be accom- 
plished under a system less burdensome, else the expense en- 
tailed will outweigh the benefits. The expense to the carriers 
is charged to operating and is ultimately paid from transporta- 
tion revenues, but the cost to the public is an addition to the 
transportation charges it pays. There being no scientific prin- 
ciple on which transportation rates are made in this country, 
the determining of just charges requires consideration of many 
factors and the flood of applications requiring the judgment 
of the regulating body is convincing that there can be no re- 
duction in the volume, but, rather, an increase in the work 
and expense. This contribution to economic waste must ex- 
cite the interest of those who use transportation facilities and 
are, in the nature of things, the creators of the public servants 
whose charters impose a public duty, the franchise being the 
base of their experience. John F. Lent. 
Pittsburgh, Pa., July 14, 1926. 


INTERCOASTAL RATE REGULATION 
Editor The Traffic World: 

I note in your current issue that you refer to the question 
of the regulation of intercoastal port-to-port rates, which I un- 
derstand to mean, for example, the ocean rates from New York, 
N. Y., to San Francisco, Calif., via the Panama Canal. 

Under the interstate commerce act, carriers by rail are re- 
quired to establish and publish rates, both local and joint, from 
points of origin to points of destination, which, in this instance, 
we will assume to be from Hatfield, Mass., to Sacramento, Calif. 
These rates are open to public inspection and use. Hence, a 
competing carrier (ocean) can ascertain the rate applicable on 
a given commodity from Hatfield, Mass., to Sacramento, Calif., 
and also the local rates applicable from Hatfield, Mass., to New 
York, N. Y., and from San Francisco, Calif., to Sacramento, 
Calif., the difference between the sum of the locals and the 
through rate being the portion of the rate that must be underbid 
to quote a port-to-port rate that will be sufficiently attractive to 
divert traffic from the all-rail routes to the rail-ocean-and-rail 
routes. Hence, knowing its competitor’s rates, the portion of 
the rate that must be underbid, and its own cost of operation, 
an intercoastal carrier can quote a port-to-port rate that is ma- 
terially lower than that portion of the all-rail rate represented 
by the difference between the through rate and the sum of the 
local rates. 

This, in effect, is merely the quoting of a differential rate, 
and not the quoting of a port-to-port rate. In view of the fair- 
return provision of the present I. C. C. legislation and the stand 
of the Commission in refusing the transcontinental carriers per- 
mission to lower transcontinental rail rates, this gives the inter- 
coastal port-to-port carrier an unfair advantage, since it gives 
a discriminatory option in quoting a port-to-port rate. 

In some of the present rate adjustments the influence of 
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water-borne competition of traffic has materially aided in esta. 
lishing rate structures that are equitable to all carriers inter. 
ested therein. Such equitable rate structures may be illustrateg 
by the Great Lakes adjustment between New England and Weg. 
ern territories, and also between New England and Southern 
Classification territories in connection with Atlantic seaboarj 
all-rail scales, and the establishment of such differential scales 
carriers are conceded an established differential scale under the 
all-rail scales,, and the establishment of such differential scales 
has coordinated traffic, has stabilized such traffic, and has beep 
of mutual benefit to all concerned. 

Since the intercoastal port-to-port rates are but interme 
diate factors, which, plus the sum of the locals, represent a 
differential rate applicable over a route which is itself differ. 
ential, it seems a logical conclusion that such differentially con. 
structed rates should be under the same regulatory body that 
the differential rates in the instances previously mentioned are 
under. This inclusion would accord the intercoastal port-to-port 
carrier an established differential scale under transcontinental 
rate scales via all-rail routes, which would tend to stabilize traffic 
conditions, which are, at present, more or less uncertain. It would 
also accord the rail carriers the equalization of competition to 
which they are to a degree entitled under the terms of the fair 
return provisions, and would also tend to remove the inequality 
of competition under the Panama Canal act. 

Since it would undoubtedly require congressional action to 
effect this action, it would appear that the situation comes under 
“the power to regulate commerce between the several states” 
and should, therefore, receive early action. 


Irving M. Whittier. 
Washington, D. C., July 12, 1926. 


TRAFFIC EDUCATION 
Editor The Traffic World: 

I have noted with a considerable degree of satisfaction the 
numerous articles on traffic education and traffic as a profes- 
sion printed in The Traffic World recently, and I believe a dis- 
cussion of this subject will eventually bring to light a method of 
—e the traffic man in his proper place on the business 
world. 

The traffic man himself, of course, is the sole arbiter of his 
condition and if he chooses to set up a code of rules and ethics 
and abides by them he will soon be recognized. 

This condition is, of course, hard to attain; when we ar- 
rive at the top we are jealous of our methods of elevation and 
while we are striving to reach the top we are also jealous of 
every one else who is striving or who has already arrived. 

This is human nature, but it is a phase that must be sub- 
merged if we are to perfect a system that will eventually put 
the stamp of approval on the efficient traffic man, and set 4 
mark .to attain by the student of Transportation. 

The fact that the traffic fraternity, Sigma Beta Chi, has 
established a basic plan and is incorporated for the specific pur- 
pose of granting degrees, should be an incentive to all to get 
behind it and have it recognized as a standard by which we 
may be known. Coming, as it does, from an organization which 
has for its purpose the promotion of greater cooperation among 
members of the profession, it bids fair to become the recognized 
authority. 

I hope we may all get behind this movement and assist in 
placing the traffic manager in the position he rightfully belongs— 
doctor of industry. 


St. Paul, Minn., July 12, 1926. J. Jos, Brown. 


REPEAL OF SECTION 15A 
Editor The Traffic World: 
In your issue of July 3 you make editorial comment on 
a speech by Senator Mayfield in which you accuse him of igno- 
rance or intent to deceive. We do not know the senator, nor 
have we read his speech, but from what you quote we gain the 
impression that he may not be so wrong as might appear. We 


have before us a copy of the law, section 15-a, paragraph (2), 
which reads: 


In the exercise of its power to prescribe just and reasonable rates 
the Commission shall initiate, modify, establish or adjust such rates 
so that c ers as a whole (or as a whole in each of such rate 
groups or territories as the Commission may from time to time desig- 
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KEEP PACE, 


With the trend of the times 


For information write 


L. E. EARLYWINE, Chairman 


CENTRAL ELECTRIC TRAFFIC ASSOCIATION 


Room 308 Traction Terminal Building, INDIANAPOLIS, INDIANA 


The Wes? at its Best 









Ship over 5000 Miles of Electric Railways 
in INDIANA, OHIO, MICHIGAN 


Through Service 


The Best Way for Quick Delivery of Freight 








The Union Patific provides unrivalled facilities for the 
vacationist in the great National Parks and scenic 
wonderlands of the West. Splendid trains are avail- 
able to all the principal points of interest. 


Southern Utah 


A breath-taking panorama of bewil- 
— beauty and fantastic grandeur, 
tinted by Nature in unbelievable col- 
ors. This new vacation wonderland 
can now be visited incomplete comfort. 
Two to five-day motor bus tours. 
Excellent lodges. 


Salt Lake City 


The Mormon Temple, the Tabernacle 
and the Great Salt Lake. See Salt Lake 
City on your Western Tour at no ex- 


tra cost. 
Yellowstone 

Through West Yellowstone—the Park’s 
most popular entrance—where you see 
the most and see it best. Wild animals, 
spouting geysers, boi springs, pris- 
Is, lakes, towering peaks, 
eat forests, the gorgeous canyon— 
300 square miles of marvelous spec- 


tacles, 
Colorado 


The glorious mountain playground a 
mile high among the colossa! of 
the Rockies. Wonderful motor 
trips thro’ e scenic splendors 
of Rocky Mountain National Park. 
You cansee tado, Yellowstone 
and Sale Lake City for the fare to 
Yellowstone alone. 


matic 


California 

The Overland Limited to San Fran- 
cisco; Los Angeles Limited to Los An- 
geles or any one of three other fine 
daily trains as Chicago and St. Louis. 
See Salt Lake City en route without 
extra charge. 


Pacific Northwest 
200 miles along the beautiful Columbia 
River Highway. Seattle, Portland, Ta- 
t . Raini 


coma—Mt. Hood, Me. Rai = 
Sound. Gateway ska and the 
Escorted Tours 


Low , escorted, all-expense tours 
to all the principal attractions through- 
out the West leave Chicago frequently 

uring the summer season. ; 


LOW Round Trip Fares 
Bargain round trip fares to all of these 
regions this summer. 


Free Literat 
Free illustrated booklets and other de- 
scriptive literature will be forwarded on 
application to 
W. H. MURRAY 
General Passenger Agent 
Union Paci 
Omaha, 


Nebraska 858 
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nate) will, under honest, efficient and economical management and 
reasonable expenditures for maintenance of way, structures and 
equipment, earn an aggregate annual net railway operating income 
equal, as nearly as may be, to a fair return upon the aggregate 


value of the railway property of such carriers held for and used in 
the service of transportation: 


Provided: That the Commission shall have reasonable latitude to 
modify or adjust any particular rate which it may find to be unjust 


or unreasonable, and to prescribe different rates for different sec- 
tions of the country. 


Doesn’t this require the I. C. C. to “initiate, modify, estab- 
lish, or adjust such rates so that carriers as a whole will, under 
honest, efficient and economical management, etc., earn an ag- 
gregate annual net railway operating income equal, as nearly 
as may be, to a fair return upon the aggregate value of the 
railway property of such carriers held for and used in the 
service of transportation?” 

Doesn’t this leave the I. C. C. only a right to decide whether 
or not they divide the country into groups or consider it as 
a whole? Who is to judge as to what is “honest, efficient and 
economical management and reasonable expenditures?” If the 
I. C. C. is to determine this, then what machinery is furnished 
them by law to establish the facts? In other words, can the 
carriers avoid the provision regarding expenditures? 

What provision is made for exempting from the action of 
the law those carriers which cannot and never could produce 
a fair return on a fair valuation? Tonnage which produces 
revenue is not built with a railroad, but is the development of 
others not connected with transportation. Some paying carriers 
have gone through long periods of struggle before producing a 
fair return. 

In plain English, doesn’t the law as quoted require that the 
public pay for transportation at rates sufficient to produce a 
fair return on valuation without regard to whether good judg- 
ment was used in the construction program or not? Doesn’t it 
make this requirement without permitting the I. C. C. any voice 
in the greatest expense the carriers have—the wages of em- 
ployes? Don’t rates established on such a basis retard devel- 
opment of new country and improvement of shipping on new 
line, and thus really prevent the weaker railroads from devel- 
oping tonnage sufficient to place them on a paying basis? 
Doesn’t the maintenance of rates on this plan make the lines 
that are strong financially stronger without helping the weak? 

Possibly the I. C. C. has given consideration to these lines 
and it may be for this reason that rates do not yet produce a 
5% per cent return. On the other hand, the law is on the books 
and they cannot totally disregard it and decrease rates. This 
may be the senator’s idea in speaking of frozen freight rates. 

Just what have the carriers to fear that should not be just 
as fearful to the public in a provision like this: 


All charges made for any service rendered or to be rendered in 
the transportation of passengers or property or in the transmission of 
intelligence by wire or wireless as aforesaid, or in connection there- 
with, shall be just and reasonable, and every unjust and unreasonable 


charge for such service or any part thereof is prohibited and declared 
to be unlawful. 


This is from section 1 of the act, and we believe would 
answer all that is necessary, or, just and reasonable rates for 
shippers and carriers alike with the power of decision not in 
the hands of political law makers but in the hands of a Com- 
mission organized and equipped to determine what is equitable. 

’ Yakima Valley Traffic and Credit Association, 

Yakima, Wash., July 7, 1926. Ivan L. Plette, Manager. 


Mr. Plette’s argument differs from that of Senator Mayfield, whom 
he defends and whose remarks we criticised. Mr. Plette frankly is 
for a revision of the law so that the general level of rates may be 
reduced, because the present level permits some roads to earn more 
than an adequate return. Senator Mayfield did not say that. His 
@@rzument was that the present law results in ‘frozen’ rates and 

that it ought to be changed so that the Commission might revise the 
freight rate structure, “increasing some rates and reducing others.” 
We contended that, under the law, the Commission had the right 
to do just what Senator Mayfield suggested and that it was doing it 
constantly. Mr. Plette raises an entirely different point. We , Se 
lieve Senator Mayfield really desires a lower level of rates, or that 
he meant to convey that impression to his constituents, but he did not 
say so and we doubt if he has reasoned the matter out in his mind. 
He was ‘“‘just talking.’’ Mr. Plette may or may not be right in his 
position (we do not think he is), but what he says has no bearing 
on Senator Mayfield’s position.—Editor The Traffic World. 





FLORIDA’S CASE HEARING ENDED 


Attorney-Examiner F. C. Hillyer, on July 9 at Norfolk, Va., 
heard the last of the testimony in No. 16939, Railroad Commis- 
sioners of Florida vs. Atlantic Coast Line et al., the case in 
which fruit and vegetable shippers in Florida, through the 
agency of the railroad commission of that state, are trying to 
bring about a change in the basis for the making of rates on 
fruits and vegetables from every point in that state to every 
destination in the United States. 

For years the basis has been the combination based on 
Jacksonville. The rates are point-to-point rates, but the basis 
is the separate charge of the railroads up to Jacksonville plus 
the charge of the railroads beyond that point. The prayer in 
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the complaint is that the federal Commission require th 
riers to make rates in accordance with a specific 
in behalf of the shippers by C. R. Marshall, their a 
T. D. Geohegan, their rate and traffic analyst. 

The last hearing was held at Norfolk, Va. Some heat «& 
veloped at that hearing on account of testimony as to tonnage 
and other data that was being offered by Mr. Geohegan. Fray, 
W. Gwathmey objected to the testimony on the ground that it 
was confidential information, not a matter of record, and on; 
in the possession of the railroad, suggesting that it could have 
been obtained only by a snooper and that the railroads in this 
case were dealing with a snoopy crowd. Mr. Geohegan refused 
to divulge the name of his informant and then Mr. Gwathmey 
made a motion to strike the testimony. Mr. Hillyer said 
that that if the motion wast insisted upon a similar motio, 
probably would lie against the testimony of R. J. Doss because 
it was not supported by any information as to its source. 

On the last day of the hearing the carriers offered to Sup. 
ply the information tendered by Mr. Geohegan and upon that 
offer there was no objection to striking that of Mr. Geohegan, 
The railroads contended that the proposal of the shippers was 
unfair and would cause them to lose too much revenue. 


RATE STRUCTURE INVESTIGATION 


The Traffic World Washington Buren; 

The Commission, in its monthly conference, is believed to 
have begun formal consideration on July 12 of the details of 
No. 17000, the rate structure investigation and its subsidiary, 
Ex Parte 87, in which Western Trunk Line railroads are seeking 
a specific increase in rates, particularly the class rates and the 
commodity rates directly related to them. That belief is based 
on the fact that, on that day, the state commissioners and rate 
experts who sat with the federal body in the taking of testimony 
and the arguments on those cases, went into conference with 
the Commission. No announcement is ever made by the Conm- 
mission as to what cases it is taking up at the conferences, 
which are held on the first two Mondays and first two Tuesdays 
of each month. 

The fact that the state representatives sat with the Con- 
mission on the day mentioned, however, is not evidence that the 
cases have not been under consideration at other conferences. 
It is taken, however, as indicating that such consideration as 
may have been given before that day was of such a character 
as did not directly involve the state representatives, as, for in- 
stance, questions of law not directly raised by the Hoch-Smith 
—, or matters of policy pertaining to the federal body 
alone. 

One of the impressions in respect of those cases has been, 
received not as the result of anything the Commission has done 
in connection with them, but rather on account of the attitude 
of guardianship it has held toward the railroads in recent years, 
that a decision would be made before the Commission adjourns 
for its vacation. While the Commission does not take formal 
adjournments such as are taken by Congress and the Supreme 
Court of the United States, members of it regard August as the 
time they should give attention to only those things which have 
to be done with an eye to the clock, such, for instance, as vot- 
ing on the question of suspending or not suspending tariffs. 
Assuming that the commissioners are desirous of giving them- 
selves some rest in August and the early part of September, it 
has been generally believed that a decision would be made, 
either late in July or early in August, so that plans for such 
tariff publications as may be necessary may be completed by the 
end of August. However, all that is purely speculative. The 
commissioners have not said anything. They never have done 
any talking about cases after submission. They were so suc 
cessful in preventing any hint of their action in the Nickel 
Plate case reaching the public in advance of the making of 
that decision that it would not be at all surprising were they 
determined to make a similar record in these cases. 


@ cap. 
plan Offergi 
ttorney, an 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
June 23-30, inclusive, was 254,807 cars, as compared with 270, 
162 cars in the preceding period, while the average daily short- 
age was 68 cars, according to the car service division of the 


American Railway Association. The surplus was made up as 
follows: 


Box, 120,542; ventilated box, 3,744; auto and furniture, 16,135; 
total box, 140,421; flat, 3,370; gondola, 40,548; hopper, 29,321; total 
coal, 69,869; coke, 2,042; S. D. stock, 19,360; D. D. stock, 3,479; re- 
frigerator, 14,457; tank, 281; miscellaneous, 1,528; total, 254,807. 


The shortage was made up of 20 flat, 32 gondola and 16 
hopper cars. 
Canadian roads reported a surplus of 23,259 cars, made up 


of 20,700 box, 150 flat, 1,350 S. D. stock, 750 refrigerator and 309 
miscellaneous cars. 
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G. W. Arnold has been made industrial agent of the Cin- 
cinnati, Indianapolis & Western at Cincinnati. J. W. Phipps, Jr., 
has been appointed to the same position at St. Louis. David 
Hum, Jr., has been made industrial survey agent at Baltimore. 
O. K. Quivey has been appointed general agricultural agent at 
the same point, and P. O. Hurley, agricultural agent at Cin- 
cinnati. 


G. T. Aid has been made agent of the New York Despatch 
Refrigerator Line at Omaha. 


H. T. Newcomb has been made general counsel of the Dela- 
ware & Hudson. 

H. H. Henning has resigned as assistant traffic manager of 
John A. Eck Company, Chicago, to become traffic manager of 
the Michigan Potato Growers’ Exchange at Cadillac, Mich. 

George W. Luce, freight traffic manager of the Southern 
Pacific for the last 14 years, died July 4 at the Southern Pacific 


Hospital, San Francisco. He had been associated with the road 
since 1875. 


The Oklahoma & Rich Mountain Railroad Company, which 
is completing construction of its line of railroad from Page to 
Pine Valley, Okla., a distance of approximately 17 miles, has 
announced election and appointment of officers as follows: F. H. 
Dierks, president; Herbert Dierks, vice-president; D. V. Dierks, 
secretary; H. L. Dierks, treasurer, and J. S. Kirkpatrick, gen- 
eral solicitor, all of Kansas City, Mo.; C. C. Ray, general man- 
ager and traffic manager, and G. C. Lefler, auditor, of DeQueen, 
Ark., and W. T. Lyon, assistant treasurer, Broken Bow, Okla. 

A. R. Fay, in charge of the transportation department and 
of the refrigerator lines of Swift and Company, will retire Sep- 
tember 1, after 40 years of service with the firm. He will con- 
tinue as chairman of the executive committee of the North 
Kansas City Bridge and Railroad Company and as vice-president 


of the St. Paul Bridge and Terminal and other terminal com- 
panies. 


DOINGS OF THE TRAFFIC CLUBS 


President T. T. Webster, of the Associated Traffic Clubs of 
America, has completed the association’s educational committee, 
authorized, at the Dallas meeting of the association last April, 
“to work out a program for educating the business men and the 
railroads to the importance of employing capable traffic men 
and of educating men who go into the traffic business to the 
importance and dignity of their profession and of fitting them- 
selves properly for it.” Wayne E. Butterbaugh, director of the 
traffic management department of La Salle Extension University, 
Chicago, is chairman of the committee. The other members are 
as follows: Winthrop More Daniels, Thomas DeWitt Cuyler 
professor of transportation, Yale University, New Haven, Conn.; 
Stuart Daggett, dean of the College of Commerce, University of 
California, Berkeley, Calif.; Sidney L. Miller, professor of rail- 
way transportation, College of Commerce, University of Iowa, 
lowa City, Ia.; Charles Lee Raper, dean, College of Business 
Administration, Syracuse University, Syracuse, N. Y.; Clyde 
O. Ruggles, dean, College of Commerce and Journalism, 
Ohio State University, Columbus, O.; Lewis C. Sorrell, assist- 
ant professor of transportation and communication, School of 
Commerce and Administration, University of Chicago, Chi- 
cago, Ill; Walter M. W. Splawn, president, University of 
Texas, Austin, Tex.; Thurman W. Van Metre, professor of 
transportation, School of Business, Columbia University, New 
York, N. Y.; G. Lloyd Wilson, assistant professor of commerce 
and transportation, Wharton School of Finance and Commerce, 
University of Pennsylvania, Philadelphia, Pa.; C. D. Dooley, 
traffic manager, Peet Bros. Soap Company, Kansas City, Kan.; 
Murray N. Billings, assistant traffic manager, Illinois Steel Com- 
pany, Chicago; F. E. Paulson, vice-president, Lehigh Portland 
Cement Company, Allentown, Pa.; D. Sudborough, general traffic 
manager, Pennsylvania Lines, Philadelphia, Pa.; Paul Ripley, 
traffic manager, American Sugar Refining Company, New York, 
N. Y.; Donald Conn, manager, Public Relations Section, Ameri- 
can Railway Association, Washington, D. C.; M. M. Caskey, 
general manager, Transportation Bureau, Chamber of Commerce, 
Montgomery, Ala.; Charles Barham, chairman, Southern Freight 
Committee, Atlanta, Ga.; A. C. Johnson, vice-president, Chicago 
& North Western Railway Company, Chicago, IIll.; William C. 
Fitch, freight claim agent, Southern Pacific Company, San Fran- 
cisco, Calif. It is pointed out that this committee has been 
carefully selected with the following qualifications in mind: 
(1) That each of the major phases of the traffic field be repre- 
sented by one or more members; (2) that each of the major 
territories and sections of the United States be represented 
by one or more members; (3) that each member be especially 
qualified as based on his past accomplishments in the field of 
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traffic education and the management of traffic; (4) that the 
committee be well balanced between traffic educators and traffic 
men actively engaged in the work; (5) that each member hp 
prominent in the activities of his own local traffic club, or thoge 
of the Associated Traffic Clubs of America, as well as having 
freely and unselfishly offered his services in community angq 
traffic matters; (6) that each member be in good standing among 
traffic men in his territory and be recognized throughout the 
country as prominent in traffic work. 





The public affairs committee of the Traffic Club of Chicago 
has called an open forum meeting and luncheon to be held in 
the Red Room of the Hotel La Salle, July 22, to discuss motor 
bus and truck regulation. The speakers representing the ear. 
riers, truck manufacturers and shippers, respectively, will be: 
T. C. Powell, president, C. & E. I.; A. E. McKinstry, vice-pregi. 
dent, International Harvester Company; and J. P. Haynes, traf. 
fic director, Chicago Association of Commerce. The club yill 
hold a golf tournament at Calumet Country Club July 28. 





The San Antonio Traffic Club held its “Cotton Belt Day” 


June 28. Luncheon was served and officers of the Cotton Belt 
were guests. 





The Traffic Club of Pittsburgh will hold an outing July 19 


at Idlewild Park. There will be games, trap shooting and 
dancing. 





The Traffic Club of Minneapolis held its annual golf tourna- 
ment at the Edina Country Club July 14. 





The Traffic Club of St. Louis will hold its annual outing at 
the Wabash Club, Ferguson, Mo., July 27. There will be golf 
at the North Hills Country Club. 





The Traffic Club of New York will hold its summer outing 
at the Country House of the New York Athletic Club July 20. 
There will be athletic events, boating and music. 





The Women’s Traffic Club of San Francisco met July 8. 
H. W. Klein, assistant general freight agent of the Southern Pa- 
cific, spoke on the industrial traffic representative from the 
point of view of the railroad man. 





The Pacific Traffic Association has completed its plans for 
a picnic to be held at Muir Woods August 29. 





The Railway Business Women’s Association of Chicago held 
a dinner-dance at the Edgewater Beach Hotel July 17. The 


members of the Chicago Passenger Club, of which Phil Flohr is 
president, were guests. 





The Women’s Traffic Club of Los Angeles met July 7. Helen 
C. Hughes, of the Santa Fe, talked of a trip to Alaska. Mrs. 
Gertrude Barney, of the American Railway Express Company, 
spoke on shipping by express. Leta L. Brown, of the Musto- 
Keenan Company, spoke on the shipping and uses of marble 
and tile. The club indorsed the report of William C. Fitch, of 
the Associated Traffic Clubs of America, on arbitration. 


CENTRAL WESTERN BOARD 


Industrial and farming conditions were indicated to be on 
about the level of a year ago at the meeting of the Central West- 
ern Shippers’ Advisory Board, July 8, at Salt Lake City. Reports 
were made by states, showing that, in Nebraska, transportation 
conditions were good, the wheat crop was 33 per cent below 
normal, corn, hay and potatoes in good condition, and there 
was an increase in the number of pigs. In Colorado, it was 
reported that the melon movement, to begin August 20, would 
require 5,000 refrigerator cars, coal would need 12,500 cars a 
month and vegetables, 25,000 cars for the season. These figures 
indicated an increase over those last year. There will be less 
range cattle shipped from the state this fall. Conditions were 
reported as normal in Wyoming, with live stock herds increas- 
ing and range conditions excellent. In Utah, it was reported 
that conditions were favorable in industrial lines, that fruit 
and potato production was expected to increase, as were ship- 
ments of eggs. Sugar beets were reported to be less in volume 
of movement. In Idaho, the wheat production was reported to 
be on a par with last year, while lumber and fruit production 
was a little better. Dairy, poultry, and lamb shipments were 
indicated to be increased over a year ago. The reports of the 
railroads throughout these states showed that transportation 
conditions were good, but that the handling of the fruit and 
vegetable shipments from the territory would require prompt 
unloading and return of refrigerator cars. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any s mple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and wde knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. ; ; 

The right is reserved to refuse to answer in th’s department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


j 
t 





Routing and Misrouting—Shipper’s Routing Incomplete 

Florida.—Question: If consistent we would like you to 
advise on the following, with citations to Interstate Commerce 
Commission rulings: 

A shipment of lumber moved from our station consigned 
to Buffalo, N. Y., in June 1924. The bill of lading shows 
routing via Cincinnati with Nickel Plate Railroad delivery and 
rate of 471% cents, inserted by the shipper. This shipment 
moved from a non-agency station and bill of lading was made 
out by the mill and signed by the conductor when he picked 
up the car. The car was taken to the next regular agency sta- 
tion and there waybill was made out showing routing and rate 
as shown in the bill of lading, but no tariff authority was 
shown for the rate used. 

Upon checking said rate we find the rate of 47% cents, 
inserted in the bill of lading is that published in A. C. L. 
Tariff I. C. C. B-2085, which is applicable via the A. C. L. R. R. 
as an intermediate carrier. The routing via Cincinnati is pro- 
vided for in the tariff under Route H. No restrictions as to 
the lines over which the shipment may move to Cincinnati are 
specified in the tariff, that is, there is no routing designated 
to Cincinnati. The L. & N. Railroad is shown as an intermedi- 
ate or terminal carrier and concurs in this tariff under form 
I°X-3, No. 915. 

In L. & N. Tariff I. C. C. A-15173 rates are published from 
our stations to Buffalo, N. Y., but there are restrictions in the 
tariff which will not permit shipments to move via the A. C. L. 

The shipment in question was waybilled in accordance 
with the rate and routing specified in the bill of lading and the 
shipment moved to River Junction for delivery to a connect- 
ing line, this point being a joint agency. The agent at River 
Junction delivered the shipment to the L. & N. and they as- 
sessed a rate of 49144 cents, per L. & N. tariff A-15173, on the 
shipment, which moved through Cincinnati. 

Claim was presented for the difference of 2 cents, I. C. C. 
Conference Ruling 474 being cited as authority for the claim. 
The rates were first published by the L & N. in its tariff 
A-13296, effective April 7, 1915, the A. C. L. not being a party 
to the first tariff. 

I am unable to locate when the A. C. L. published their 
first tariff naming rates from our station to Buffalo, N. Y. 


Which rate must be used? Inasmuch as the shipment moved 
via the L. & N., which tariff is applicable and who should pay 
the claim? 

Answer: Inasmuch as there was no conflict between the 
rate and the route specified in the bill of lading by the shipper, 
in that a rate of 47% cents and routing via Cincinnati is pro- 
vided for in A. C. L. tariff I. C. C. B-2085, the shipment was not 
misrouted within the meaning of Conference Ruling 474-C, 
the bill of lading not containing provisions which were con- 
tradictory and therefore impossible of execution. 

The shipper’s routing instructions: were, however, not com- 
plete. It was therefore the duty of the initial carrier to route 
in shipment via the cheapest reasonable available route con- 
sistent with the routing instructions specified by the shipper. 
Bruner v. Sou. Ry. Co., 40 I. C. C. 549; Reynolds Brothers Lum- 
ber Co. v. Tulula Falls Ry. Co., 42:I. C. C. 421; E. I. du Pont 
de Nemours & Co. v. Cent. R. R. Co. of New Jersey, 55 I. C. €. 
243, and Ferguson Lumber Co. v. L. & N. Ry Co. 52 I. C. C. 486. 

The joint agent at River Junction, under Conference Ruling 
No. 2538, acting as your agent in the forwarding of the shipment 
beyond that point, makes your line responsible for the cost of 
his error in forwarding the shipment over the higher rated 
route via which the shipment moves, in the event that the 
rate of 4714 cents, published in A. C. L. tariff I. C. C. B-2085 is 
not applicable via the route over which the shipment moved. 
In either case the shipper is entitled to the 47% cent rate. 

While the L. & N. is shown as a participating carrier in 
I. C. C. B-2065, it hardly seems reasonable to hold that rates 
carried in a tariff published by the A. C. L. are applicable via a 
route in which the A. C. L. does not participate. In any event, 
however, the rate to be applied via the route over which the 
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shipment moved is that first established, assuming that they, 
are two rates in effect at the present time. 
Routing and Misrouting 

Florida—Question: We have a peculiar situation with 
respect to the moving of lumber from points on our line anq 
we are constantly called on by our connections to pay for the 
misrouting of shipments. We have a connection at X with 
three trunk lines and the agent is a joint agent for the foy 
carriers, that is, our line and the three trunk lines. We make 
out a waybill for lumber, for instance, and show the full roy. 
ing instructions thereon, and about eight out of ten times the 
cars move over a route other than that shown on the waybjl| 
to the joint agency. The shipper usually designates the rout. 
ing desired in the bill of lading and we show that routing op 
the waybill to our joint agency, but in most instances the way. 
bill goes to this joint agency “weight and correct,” as track 
scales. are not available at some of the lumber shipping points, 
This. agent weighs the shipment and puts in the weight and 
sometimes changes the routing, contrary to the waybill he 
receives from this railroad. When a claim is filed on the ship. 
ment for misrouting by reason of the assessment of a higher 
rate applicable over the route the shipment actually moved 
than that applicable over the route specified in the bill of lad. 
ing, our connections decline to pay the claim, citing Confer. 
ence Ruling No. 253, to the effect that this agent was acting 
as our agent in turning the shipment over to them. I have 
cited that to the Commission’s Conference Ruling 286-C. 

We have only one junction point, namely, X, and our con. 
nections want to place all the responsibility on this line. We 
will appreciate your advice on this subject. 

Answer: Conference Ruling 2860-C is not, in our opinion, 
applicable to the instant case, this conference ruling relating to 
instances where the connecting line accepts a shipment at a 
junction point without routing instructions and fails to forward 
the shipment via the cheapest available route. 


Conference Ruling 253 is, in our opinion, applicable to the 
instant case. Under this conference ruling it is the duty ofa 
joint agent, acting as agent of the initial carrier, to see that 
a shipment is delivered to the line specified in the bill of lad- 
ing and waybill issued by the initial carrier. In performing 
this duty he acts as agent of the initial carrier, which line is 
solely responsible for his failure to forward the shipment in 
accordance with the routing instructions shown on the bill of 
lading or via the cheapest reasonable available route where no 
routing instructions are given in the bill of lading. 

Your remedy lies in seeing that the joint agent properly 
performs his duty to your line as his employer, or, if this is 
not possible, in maintaining a second agent who will protect 
the interests of the carrier by whom he is employed. 


Allowance—Drayage 


Michigan.—Where a consignee arranges to pick up his 
own freight by truck, relieving the express company the ex- 
pense of delivery, shall that consignee be entitled to any par- 
ticular allowance under paragraph No. 13 of Section No. 15 of 
the Act? 

Answer: With respect to this question see Lay Fish Co. 
vs. Director General, 80 I. C. C. 4. Unless there is a tariff pro- 
vision, therefore, under the findings of the Commission in the 
above entitled case, the shipper is not entitled to an allowance 
for the performance of a carrier service, except as reparation 
in the event the carrier has failed to perform its common car- 
rier service under the applicable rate. 

A carrier is not obligated to make an allowance to a con- 
signee for a transportation service performed by the consignee 
unless the carrier has failed to perform a service which is in- 
cluded in the applicable rate, the carrier having the option of 
either performing the service or contracting with the consignee 
for the performance thereof. If the carrier contracts with the 
consignee for the performance of the transportation service 
the consignee is entitled to a reasonable allowance, which al- 
a however, must be previded for in a lawfully published 
tariff., 

Tariff Interpretation 


Montana.—Question: Please advice if you know of any 
Commission decisions or ruling as to the basis of rates a ship- 
ment is entitled to, that packs flat or solid, where the ratings 


in the classification are only named on such articles nested and 
not nested. , 


In my opinion, an article that packs flat or solid, is entitled 
to the same or lower rating than when nested. But, I am ul 
able to find a classification rule to cover such cases. 


Answer: We locate no opinion of the Commission in point. 
However, it is our opinion that if the nature of the commodity 
is such that the term “not nested” will not cover, there is 00 
rating provided, in which event it becomes a matter for the 
Commission to determine as to shipments which have moved, 
what would be a reasonable charge. See Memphis Freight 
Bureau vs. K. C. S. Ry. Co., 17 I. C. C. 90. 
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Ghe SESQUICENTENNIAL 


INTERNATIONAL EXPOSITION 


PHILADELPHIA 


JUNE FIRST TO 1926 DECEMBER FIRST 


You may be planning a trip to 
Philadelphia 


THE CHESAPEAKE anv OHIO RAILWAY 


TH SCENIC LINE 
THE HISTORIC LINE 


Offers you a suggestion-— 


Why not route your trip through Vir- 
ginia, the cradle of the Republic, where 
all the history was made leading up to 
the event now being celebrated in Phila- 
delphia? 


Get into the Colonial atmosphere first. 
You will then enjoy the sesquicentennial 
the more after having visited Monticello, 
the home of Thomas Jefferson, the author 
of the Declaration of Independence. 
YORKTOWN where Lord Cornwallis sur- 
rendered. WILLIAMSBURG where the 
first and most important move was 
made toward independence. RICHMOND 
where Patrick Henry made his ringing 
speech for “Liberty or death.” JAMES- 
TOWN where, in 1607, was founded the 
first permanent English settlement. 


VISIT VIRGINIA, THE RICHEST FIELD 
OF HISTORY IN AMERICA 


Reached from all points by excellent through Pullman and dining car service 











MONTICELLO, AT CHARLOTTESVILLE 













Stopovers can be arranged on all tickets at Charlottesville (for Monticello), Richmond, Willams- 
burg (for Jamestown), Lee Hall (for Yorktown), Washington, Baltimore and Philadelphia. 


For literature and information, address 
T. H. GURNEY, General Passenger Agent, Richmond, Va. 


THE CHESAPEAKE AND OHIO RAILWAY COMPANY 
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Routing and Misrouting—Combination Rate vs. Joint Through 

Rate, in Connection with Shipments as to Which the 

Carriers but Not the Junctions Are Specified in the 
Bill of Lading 

Missouri.—Question: A car of brick originated on A rail- 
road, consigned to B railroad, and was an interstate movement. 
The originating carrier’s tariff carried a through class E rate 
of 17 cents which applies only via junction point C. A cheaper 
combination rate of 12%4c could be made over junction point 
D. The bill of lading carried the following route: “Cheapest 
B Railroad delivery.” 

Would the shipment routed as outlined be entitled to the 
lower rate? Will you please advise your ideas of this and 
cite Interstate Commerce Commission cases if there are any? 

Answer: Where a shipment is delivered to a carrier with- 
out routing instructions, and is forwarded over a route taking a 
through rate higher than a combination rate in force via another 
available route, the carrier is guilty of misrouting. Chattanooga 
Implement & Mfg. Co. vs. L. & N., 40 I. C. C. 146. 

This principle, in our opinion, is applicable in this case, 
in view of the fact that while the bill of lading named the car- 
riers over which the shipment was to move, no junction point 
between the carriers named was specified therein. 


The duty of a carrier to forward a shipment via the cheap- 
est route is, however, subject to the qualification that the car- 
_Trier is not obligated to forward the shipment via a route which 

is neither reasonable nor practicable. See McCaull-Dinsmore 
Co. vs. G. N. Ry. Co., 47 I. C. C. 581; Northern Pac. Ry. Co. vs. 
Solum, 247 U. S. 477. 

Stopping in Transit 

Illinois —Question: We recently shipped a mixed car on 
a stop-over arrangement. The final destination was on the 
Pere Marquette, with a stop-off at South Haven, an intermedi- 
ate point. The tariffs of the Pere Marquette provide for stop- 
over privilege for partial unloading at through rate to final 
destination. The bill of lading showed a specific routing with 
stop-over for partial unloading at South Haven, and also car- 
ried the through rate applicable from point of origin to des- 
tination. The carriers now contend that the through rate is 
not applicable, owing to the fact that the shipment had to be 
back-hauled from South Haven to Hartford, and through rates 
cannot be protected on a back-haul movement, such as is in- 
volved in this case. 

Investigation develops the fact that South Haven is on a 
branch of the Pere Marquette extending from Hartford, but it 
is our position that inasmuch as the bill of lading instructions 
carried complete routing, stop-over and rate applicable to final 
destination, it was incumbent on the carriers to protect the 
through rate, so long as the car was accepted by the originating 
carrier with these complete shipping instructions. The car- 
riers contend that nothing but a combination of locals to and 
from South Haven will apply, and that even though they ac- 
cepted the car carrying specific instructions with which they 
were unable to comply, they cannot protect the through rate 
claimed by us for the reason that there was no route via 
which they could have sent the car that would have made 
South Haven intermediate to final destination. 

We would like to have your views regarding this, citing 
us to any Interstate Commerce Commission ruling or decision 
that would apply to this particular case. 

Answer: With respect to this matter see Apperson Broth- 
ers Automobile Co. vs. L. E. & W., 81 I. C. C. 392, and Japan 
Cotton Trading Co. of Texas vs. Director General, 88 I. C. C. 
407. 

See, however, the Commission’s opinion in Gibson Fruit 
Co. vs. C. & N. W., 21 I. C. C. 644, cited in Empire Lumber 
Co. vs. Director General, 88 I. C. C. 424, the principle of which 
case seems to be applicable in the instant case. In the Gibson 
Fruit Co. case, the Commission, on page 645, said: 


The Commission has held that the obligation rests upon the 
carrier’s agent to refrain from executing a bill of lading which 
contains provisions that are contradictory or impossible of exe- 
cution. When therefore the rate and route are both given by 
the shipper in the shipping instructions, and the rate given does 
not apply via the route designated, it is the duty of the carrier’s 
agent to ascertain from the shipper whether the rate or the route 
given in the shipping instructions shall be followed. Rule 286 
(f), Conference Rulings Bulletin No. 5. 

The reconsignment order given by complainant put the car- 
rier upon notice that complainant desired to secure the benefit 
of a joint through rate of 42 cents and referred to the tariff 
which named that rate, but is specified a route over which such 
rate did not apply. Under these conditions we hold that it was 
the agent’s duty to assertain from the shipper whether the 
shipment should be forwarded via the route named in the ship- 
ping instructions or via the route over which the rate named in 
said instructions was applicable, and that the carrier is re- 
sponsible for any increased freight charges which resulted from 
failure of the agent to follow this course. 


Bills of Lading—Delivery by Carrier Upon Bill of Lading Con- 
taining Forged Indorsement of Notify Party 

South Dakota.—Question: Some time ago we made two 

shipments under shippers order bill of lading, to a customer in 
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Minnesota, and in some way unknown to us, the original bij 
of lading instead of being mailed to the bank with the drat 
for collection, was mailed direct to the customer. The bill of 
lading, however, was not endorsed by us but shows that oy 
name was written on the back thereof by some one unknow 
to us. The customer presented the bill of lading to the car. 
rier’s agent and the goods were delivered to him. We in. 
mediately filed claim for the value of the goods stating to the 
carriers that they were liable for the value of the goods since 
the bill of lading was not properly endorsed by us as required 
by the rules and conditions. We stated that this was a forgery 
and made affidavits to the effect that they were not endorsed 
by any one in our employ. 

What we want to know is whether the proof of forgery 
must be borne by us or the carriers and whwether in you 
opinion, the carriers can be held liable for the value of the 
goods. They contend that their agent had no way of knowing 
whether or not this was a forgery when the bills of lading 
were presented to him. as 

Answer: We have been unable to locate a case directly 
in point, that is, one which covers facts entirely similar to 
those set forth above. However, based upon the decisions in 
Mairs vs. B. & O., 117 N. Y. S. 370; Swift vs. Davis, 193 N. Y.§. 
848; Davis vs. Fruita Mercantile Co., 220 Pac. 983; First Na. 
tional Bank of McKinney, Texas, vs. Hammer, 246 Pac. 72, and 
the decision of the Supreme Court of the United States in 
Pere Marquette Railway Co. vs. French & Co., 254 U. S. 538, 
it is our opinion that while you have a remedy in the form 
of an action against your customer, provided the forged indorse- 
ment was placed upon the bill of lading by your customer, you 
have no right of recovery against the carrier, inasmuch as 
your error in forwarding the unindorsed bill of lading to you 
customer was the proximate cause of the delivery of the goods 
without your indorsement on the bill of lading. In other 
words, you put it within the power of the customer to obtain 
delivery of the goods without your indorsement on the Dill 
of lading. 

We direct your attention to the following statement of the 
Supreme Court in the French case, 254 U. S. 538: 


The shippers contend that Binder was not ‘‘a person in pos- 
session” of the bill, because he held it as agent for Marshall & 
Kelsey and not on his own account. So far as the carrier is 
concerned that fact is entirely immaterial. Under Section 9 it 
is physical: possession of the bill which is made a justification 
for delivery of the goods by the carrier. Under that section it 
is immaterial in what capacity the person hold possession of 
the bill, and also whether he holds it lawfully or unlawfully, so 
long as the carrier has no notice of any infirmity of title. But 
the shippers’ contention would not be advanced if it were held 
that the legal, not the physical, possession is determinative. For 
Binder’s request of the trackage clerk to have the car forwarded 
to Dumesnil was later ratified by Marshall & Kelsey. If his 
physical possession of the bill was deemed legally their pos- 
session of it, the physical delivery to him of the car would like- 
wise be deemed legally a delivery of it to them and, hence, 
satisfy in this respect the requirements of Section 9. 


You will observe that the Supreme Court states that under 
Section 9 it is immaterial in what capacity the person holds 
possession of the bill and also whether he holds it lawfully or 
unlawfully, as long as the carrier has no notice of any infirm- 
ity of title. We do not believe that the first indorsement would 
be notice to the carrier of an infirmity of title in the holder 


of bill of lading unless the carrier had actual knowledge of 
the forgery. 


SAND AND GRAVEL RATES 


Hearing was held this week of I. and S. 2649 and five sub 
numbers, crushed stone, sand and gravel rates within the Chi- 
cago district, before Examiner Fuller at Chicago. Tariffs pub- 
lished by C. W. Galligan, Supplements 1 and 2 to I. C. C. 63, 
and various issues of the carriers have been suspended until 
August 8, following protests of sand and gravel shippers that 
the tariffs published rates that were increases and that the pro- 
posed rates would disrupt the adjustment. 

A. F. Cleveland, for the carriers, entered testimony tending 
to show that the present rates on the commodities involved were 
too low and did not bear their share of the transportation bur- 
den. He testified that it was the opinion of the carriers that the 
proposed rates would result in a harmonious adjustment of the 
rates throughout the district. 

E. Tannehill, of the New York Central, and H. M. Jouver, 
of the B. & O. C. T., entered similar testimony and made com- 
parisons of the rates on the commodities involved with other 
rates to show the comparative lowness of the sand, gravel, and 
crushed stone. It was brought out that the carriers proposed 
for application in the district a rate of 60 cents a net ton over 4 
one line haul, 80 cents over a two line haul, and 95 cents over 4 
three line haul. 

E. L. Maynard, for the protestant, introduced testimony to 
show that the carriers were discriminating against the com- 
modities involved because no increases were proposed on aly 
other commodities moving in the district. He had worked out 
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ACME “UNIT-LOAD” 


The company at whose plant the above picture was 
taken had been experiencing considerable trouble be- 
cause of shipments arriving in poor condition. 


Despite elaborate, slow and consequently very costly 
methods of car bracing, results continued to be far 
from satisfactory. 


Now they employ Acme ‘“Unit-Load” to safeguard 
their shipments, and the results are very gratifying, 
both from the standpoint of economy and _ per- 
formance. 


Loads are now moving with perfect safety, material 
and labor costs have been cut to the barest minimum, 
and much less time is required for bracing. 


In the face of such facts, surely Acme ‘‘Unit-Load"’ 
is worth your sincere consideration. 


ACME STEEL COMPANY 


BRANCHES IN PRINCIPAL CITIES 


Manufacturers Since 1880 CHIC AGO 2 40 Archer Avenue 


WE INVITE YOU TO CONSULT US REGARDING YOUR SHIPPING PROBLEM 
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the results to the carriers in revenue if the proposed increases 
were allowed, he said, and it would amount to about a 50 per 
cent increase in revenue, or something like a half million dollars. 

E. J. Womer, for the protestants, entered a number of ex- 
hibits of rate comparisons, tending to show that the increases 
would be unfair to the commodities involved and that they paid 
a fair share of their burden. 

Hearing in Docket 16747, the Atwood Davis Sand Company 
et al. against the C. & N. W. et al., involving the rates on sand 
and gravel from points outside the Chicago district, was held 
this week before Examiner Fuller at Chicago. 

H. Ackerman, for the complainant, entered testimony to 
show that, from various outer zone points into the district ship- 
pers of sand and gravel had a rate of 65 cents, and that the com- 
plainant contended that this rate, through the combination rule, 
should apply by all available routes. As it was, he said, there 
were points intermediate, which, because of the routes used, to 
which a higher rate applticd than 65 cents. 

A. F. Cleveland, for the respondent, testified that the car- 
riers considered many of the routes over which the complainant 
sought to have the 65 cent rate apply unduly circuitous, and that 
it would be unreasonable and uneconomical to apply such a low 
rate over the circuitous routes, or, for that matter, to use some 
of the routes involved, because they were so highly circuitous. 





LUMBER SHIPMENTS 


Reports to the National Lumber Manufacturers’ Association 
for the week ended July 10 cover operations of 381 of the larger 
softwood and 142 of the chief hardwood mills of the country. 
The 365 comparably reporting softwood mills show apparent 
decreases in production, shipments and new business, when com- 
pared with reports from 355 mills for the previous week. The 
Fourth of July holiday, and the suspension of many mills for 
repairs, is no doubt reflected in the above decreases. In com- 
parison with reports for the same period last year, when four 
fewer mills reported, a slight increase in production, and nom- 
inal decreases in shipments and new business were noted. 

The following table compares the national softwood lumber 
movement, as reflected by the reporting mills of eight regional 
associations, for the three weeks indicated. 


Corresponding Preceding Wk., 


Past Week Week, 1925 1926 (Revised) 
MONEE i gdcdterare nn aeloaunieaie 365 361 355 
Production ...... 205,088,541 198,747,514 247,427,336 
pe 198,717,930 215,816,740 254,626,905 
Orders (New Bus.).. 212,638,796 214,111,575 249,923,386 


The following revised figures compare the softwoood lumber 
movement of the same eight regional associations for the first 
twenty-seven weeks of 1926 with the same period of 1925: 


Production Shipment Orders 
DE. Sveadeeweudenetun 7,116,668,320 7,260,083,929 7,239,266,447 
DEED sevewnrcovusyatees 6,820,648,171 6,871,348,215 6,658,659,035 





WHERE RAIL RECEIPTS GO 


A statement of income and expenditure of Class I railroads 
in 1924 has been issued by the committee on public relations 
of the Eastern Presidents’ Conference. The committee has pre- 
pared a calendar showing where freight rates and passenger 
fares go. Out of the gross revenue of an entire year it took 
the receipts of 157 days for wages, 27 days for fuel, 70 days for 
materials and supplies, 24 days for all other operating expenses, 
21 days for taxes, 41 days for interest and fixed charges, and 
19 days for dividends, leaving only 6 days’ receipts for im- 
provements out of earnings, or to make up former losses, or 
to create reserves. 


The simplified balance sheet issued by the committee for 
1924 is as follows: 


Received—From freight $4,345,971,078, passenger $1,076,024,307, ex- 
press $143,388,606, mail $97,961,371, all other services $258,144,738. 
Total operating receipts $5;921,490,100; net miscellaneous income $14,- 
402,038. Total $5,935,892,138. 

Spent—For keeping the property physically going $4,607,282,436, 
taxes $340,336,686, fixed charges (to creditors) $586,921,968, dividends 


(to partners) $320,429,767. Total disbursements $5,854,970,857; balance 
$80,921,281. Total $5,935,892,138. 





VOLUME OF TRAFFIC 


“The greatest freight traffic the railroads of this country 
were ever called upon to move in any corresponding period was 
handled without difficulty during the first five months this year,” 


says the Bureau of Railway Economics. Continuing, the Bureau 
said: 


This freight traffic amounted to 187,869,465,000 net ton-miles which 
exceeded by 385,598,000 net ton-miles or two-tenths of one per cent 
the previous high record for the corresponding pericd made in 1923. 

Not only was this a record traffic, measured by the number of 
tons of freight carried one mile, but the number of cars loaded with 
revenue freight during the first five months in 1926 exceeded 
any previous corresponding period. 

Freight traffic moved during the five months this year, as shown 
by the total number of net ton miles, was an increase of 6.4 per cent 


over the corresponding period last year and an increase of 8.7 per cent 
over the corresponding period in 1924, 


also 
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In the eastern district, the volume of freight handled during 4 
five months in 1926 was an increase of 7.3 per cent over the fem 
months last year, while the Southern district showed an increage af 
je--4 per cent. The Western district reported an increase of 39 per 
cent. 

The volume of freight handled in May was also the greatest 4, 
any May on record, amounting to 39,831,820,000 net ton-miles, 7j, 
exceeded by six-tenths of one per cent or 234,175,000 net ton-mij, 
the best previous May, which was in 1923, while it also exceedeq bi 
7.3 per cent the movement in May, 1925. . 

In the Eastern district, freight traffic in May showed ap jp. 
crease of 7.4 per cent over the same month last year, while tj, 
Southern district reported an increase of 7.7 per cent and th, 
Western district an increase of 6.9 per cent. 


NEW ENGLAND DEMURRAGE REPORT 


The New England Demurrage Commission reports for May 
1926, 265,666 cars, compared with 236,325 reported for the sam 
month last year. Demurrage assessed on 87 per cent of theg 
cars amounted to $126,952, compared with 87.3 per cent earnin; 
$102,083 the same month of last year. Less than one per cep 
of all the cars reported were delayed beyond the fourth day 
after the free time, when the charge of $5 a day begins, indica. 
ing that the heavier penalty applies to but few cars, and dog 
not affect the detention to the larger number of cars which ar 


delayed beyond the free time up to and including the fourth 
day. 


RATES ON COAL 


Hearing was begun in Docket 17806, J. R. Blair against the 
Cc. C. C. and St. L., involving rates on coal from Terre Haute 


and West Terre Haute, Ind., to points in Illinois, before Exan. 
iner Fleming at Chicago this week. 


Jonas Waffle, for the complainant, began testimony to show 
that the rates in effect were unreasonable and unjust. He put 
in exhibits to show the volume of coal movement from mines 
in the Terre Haute district, and testified as to switching charges 
that applied on coal shipments out of the dstrict. 
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Digest of New Complaints | 
a a | 


No. 18359. Sub No. 1. 


& Southern et al. 


Alleges that rates on grain and grain products in carload lots 
from Sioux City, Ia., and other points in states of Kansas, Mis- 
souri, Nebraska, Iowa, Minnesota and South Dakota to points in 
Texas are unjust and unreasonable; that rates from Oklahoma 
to Texas points prejudice complainant’s members and other ship- 
pers in violation of section 3; that rates between Texas points 
are in violation of section 3 and 13 of the act to the pejudice of 
complainant’s members and others; that rates from points in 
Kansas south of U. P. main line to points in Texas prejudice 
complainant’s members and others in violation of section 3. Asks 
rates for future. 


- 18426. Federated Metals Corporation, New York City, vs. Illinois 
Central et al. 

Unjust, unreasonable, discriminatory and prejudicial rates on 
spelter and spelter by-products from Beckemeyer, IIl., to points 
in Michigan, Ohio, Indiana, Kentucky, Georgia, Alabama, Mary- 
land, Wisconsin, West Virginia, Tennessee, New York, Virginia. 
Asks rates for future, and reparation. 

. 18427. Detmer, Bruner & Mason, Inc., New York City, vs. Bush 
Termjnal et al. 

Unjust and unreasonable charges on samples of merchandise 
from New York City to San Francisco and Los Angeles, Cal. 
and Seattle, Wash. Asks rates for future, and reparation. 

- 18428. Galveston (Tex.) Chamber of Commerce et al. vs. Abilene 
& Southern et al. 

Alleges complainants have been subjected to the payment of 
rates for the transportation of cottonseed cake and meal and 
other vegetable cake and meal which are unjust and unreasonable 
and unjustly discriminatory and unduly prejudicial against the 
port of Galveston and the exporters, manufacturers and shippers 
using that port and unduly preferential of Houston or Port Hous- 
ton, and points taking Houston rates, Port Arthur and other Gulf 
ports. Asks for rates for future on commodities involved, to Gal- 
veston, for export, from points in Texas and Louisiana not in 
excess of rates from same points of origin to Houston and points 
taking Houston rates, and Port Arthur. 


. 18429. W. W. Lassiter Company, Vicksburg, Miss., vs. Alabama 
& Vicksburg et al. 

Attacks attempted collection of additional freight charges on 
ear of bulk apples from Wood Spur, Idaho, to Vicksburg, Miss., 
that rate of $1.28 was paid; that defendants seek additional 
charges on basis of rate of $1.75; that collection of any higher 
rate than $1.28 will result in violation of first four sections of the 
act. Asks cease and desist order and finding that rate of $1.28 
was proper rate on shipment. 

. et Woodward Auto Company, Mason City, Ia., vs. C., M. & 

ae A _ 
Unreasonable rates on passenger automobiles from Janesvi'le, 
Wis., to Mason City, Ia.; rates in violation of Section 3 from 
Janesville to points in Minnesota and Iowa as compared with 
rates to Mason City. Asks rates for future, and reparation. m 
. 18431. Florence Pipe Foundry & Machine Co. et al., Florence, N 
J., vs. New Haven et al. 

Unreasonable, discriminatory and prejudicial rates on cast iron 
pipe and fittings from Florence, N. J., to points in all states 


east of the Mississippi River. Asks rates for future and repara- 
tion. 


. 18432. 
et al. 


Unjust and unreasonable rates on peanuts from points in Ala- 


bama and Georgia to Fort Worth, Tex. Asks rates for future, 
and reparation. 


Sioux City (la.) Grain Exchange vs. Abilene 


Armour & Company, Chicago, Ill., vs. Atlantic Coast Line 
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TANK CARS—Vintage of 1865 


On November 1, 1865, the first tank car ever 
built made its appearance at Titusville, Pa. It 
consisted of a flat car on which were mounted two 
iron-bound wooden tanks, each with a capacity of 
about 40 gallons. 


In 1868 the two wooden tanks were replaced by 
a single cylindrical tank, which was fitted with a 
dome to allow for expansion. This was the first 
true forerunner of the present-day tank car. 


Since 1868 the history of tank cars has been 
one of constant development—and one of the most 
important of all developments has been the estab- 
lishment of tank car leasing service. 


The construction, maintenance and operation of 


modern tank cars is a business in itself, requiring 
much capital, a seasoned organization and highly 
specialized experience. Most shippers of liquids, 
therefore (including many of the very biggest) 
let a reliable car lessor act as their car supply 
department. Adapting their leases to seasonal 
requirements, they are sure of modern, well con- 
ditioned cars, and yet pay only for the facilities 
they use. They pay no taxes, 
have no depreciation or obso- 
lescence charge-offs — and all 
the while have the use in their 
businesses of the heavy in- 
vestment that car ownership 
entails. 





NORTH AMERICAN CAR CORPORATION, 327 S. La Salle St., Chicago, Illinois 














CAR LEASING SERVICE 


CHICAGOS’TULSAY NEW ORLEANS 
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Note. items in the Docket marked with an asterisk (*) are new, 
naving been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


July 19—Washington, D. C.—Examiner Smith: 

1. & S. No. 2695—Brass, bronze and copper ingots, pigs, scrap and 
related articles in Official Classification territory. 

* 1. & S. No. 2695 (ist supplemental order)—Brass, bronze and copper 
ingots, pig, scrap and related articles in Official Classification ter- 
ritory. 

July 19—Topeka, Kan.—Examiner Copenhafer: 

1 The W. O. Anderson Commission Co. et al. 
Ry. et al. 

July 19—Philadelphia, Pa.—Examiner Cheseldine: 

18018 (and Sub. Ni. 1)—C. G. Justice Co. et al. vs. A. B. & A. 
Ry. et al. 

July 19—Chicago, Ill.—Examiner Fleming: 

18267—Wisconsin Lime & Cement Co. vs. A. T. & S. F. Ry. et al. 

July 19—Prescott, Ariz.—Examiner Koebel: 

17930—United Verde Copper Co. et al. vs. A. T. & S. F. Ry. et al. 

July 19—Columbus, Miss.—Examiner Davis: 

Finance No. 5518—In the matter of the application of the St. Louis- 
San Francisco Ry. Co. under paragraphs (18) to (21), inclusive, 
Section 1 of the interstate commerce act for a certificate of pub- 
lic convenience and necessity authorizing the construction of a 
railroad between Aberdeen, Miss., and Kimbrough, Ala. 

July 19—Argument at Washington, D. C.: 

Finarice No. 3134—In the matter of the application of the Texas 
Panhandle & Gulf R. R. Co. for a certificate of public convenience 
and necessity authorizing it to construct a line of railroad. 

Finance No. 4747—In the matter of the application of the Pecos & 
Northern Texas Ry. Co. for a certificate of public convenience 


and necessity authorizing it to construct a branch line of rail- 
road. 


Finance No. 4756—In the matter of the application of the Pecos & 
Northern Texas Ry. Co. for a certificate of public convenience 
and necessity authorizing it to construct a branch line of railroad. 

Finance No. 4769—In the matter of the application of the Ft. Worth 
& Denver South Plains Ry. Co. for a certificate of public con- 
venience and necessity authorizing it to construct certain lines of 
railroad. 

Finance No. 4959—In the matter of the application of the Quanah 
Acme & Pacific Ry. Co. for a certificate of public convenience 
and necessity authorizing it to construct an extension of its ex- 
isting line of railroad. 

Plnante No. 5372—Proposed extension by the Pecos & Northern 
Texas Ry. Co. 

July 19—Dallas, Tex.—Examiner Hall: 
18160 (and Sub. No. 1)—The Lone Star Gas Co. vs. A. T. &S. F. 
Ry. et al. 
July 19—Paris, Tex.—Examiner Carney: 
12075--Rodgers- Wade Furniture Co. vs. A. C. & Y. Ry. et al. 
July 20—Belle Fourche, S. D.—Board of Railroad Commissioners of 
South Dakota: 

Finance No. 5203—Application of Wyoming & Missouri River Ry. 

Co. for authority to abandon its railroad. 
July 20—Philadelphia, Pa.—Examiner Cheseldine: 

14770-—Federal Match Corp. vs. Gt. Nor. Ry. Co. et al (further hear- 
ing). 

1. as. No. 2687—Matches from Duluth, Minn., and Oshkosh, Wis., 
to Southwestern points. 

July 20—Chicago, Ill.—Examiner Fleming: 

48237—Darling & Co. va. N. Y. C. BH. KR. ot al. 

July 20—Atlantic City, N. J.—Commissioner Hall and Assistant Chief 
Examiner Gerry: 

15007 he ye _ siemens Coal Producers Assn. et al. vs. 
A, C, . Ry. et al. 

15423—Northern West Virginia Coal Operators Association vs. B. & 
O. R.R. et al. (Further hearing.) 


July 20—Washington, D. C.—Examiner Walsh: 
Valuation No. 761—In re tentative valuation of the property of the 
Tennessee Railroad. 
July 20—Dallas, Tex.—Examiner Hall: 
17448—Peaslee-Gaulbert Co. vs. A. T. & S. F. Ry. et al. 
July 20—Washington, D. C.—Examiner Macomber: 


Valuation No. 767—In re tentative valuation of the property of the 
Chestnut Ridge Ry. 


July 21—Jefferson City, Mo.—Public Service Commission of Missouri: 
* Finance No. 5410—In the matter of the application of the C. R. I. 
& P. Ry. and the St. Paul & Kansas City Short Line R. R. Co. 
under paragraph (18) of Section 1 of the Interstate Commerce 
Act for a certificate of public convenience and necessity for the 
construction and operation of an existing line of railroad. 
July 21—Dallas, Tex.—Examiner Hall: 
17612—The Apex Co. et al. vs. A. & V. Ry. et al. 
July 21—Chicago, Ill—Examiner Fleming: 
18285—Swift & Co. vs. St. L.-S. F. Ry. et al. 
“— 21—Birmingham, Ala.—Examiner McChord: 


& S. No. 2 lag from Birmingham Group pts. to Jacksonville, 
Fla., and beyond. 


18354—-Avondale Mills vs. G. H. & S. A. Ry. et al. 
July 21—McAlester, Okla.—Examiner Carney: 
1 uinton Spelter Co. vs. Ft. S. & W. Ry. et al. 
| 21—Hutchinson, Kan.—Examiner Copenhafer: 
18191—Grovier Starr Produce Co. vs. A. T. & S. F. Ry. et al. 
15831—Grovier-Starr, Produce Co. vs. C. R. I. & P. Ry. (further 
hearing). 
~~ nee. D. C.—Examiner Conway: 
a 


uation No. 765—In re tentative valuation of the property of Sa- 
vannah Union Station Co. 


July 22—Chicago, Ill.—Examiner Fleming: 


* 1. & S. No. 2701—Railway car material between points in Illinois 
Classification territory. 


vs. A. & V. 


e Commission 





roeremeeianeree ll 


July 22—Dallas, Tex.—Examiner Hall: 
17613—Harlan-Elzey-Randall Co. et al. vs. A. T. & 8S. F. Ry, ty 

July 23—Chicago, IIl.—Examiner Fleming: 

* 1, & S. No. 2706—Brick from Illinois and Indiana to W 

Minnesota and Michigan. 

July 23—Portland, Ore.—Examiner Harraman: 

* |. & S. No. 2705—Newsprint and poster paper between North Py 

cific Coast points and Spokane, Wash., and related points, 

July 23—Dallas, Tex.—Examiner Hall: 
17754—-Sewall Paint & Glass Co. vs. C. C. C. & St. L. Ry. et al, 
18003—Dallas Paper Co. vs. T. & N. O. R. R. et al. 

July 23—Jackson, Miss.—Examiner McChord: 
17651—Yerger Oil & Fuel Co. vs. M. K. & T. Ry. et al. 
18239—C. W. Garner vs. Ill. Cent. R. R. et al. 

July 23—Los Angeles, Calif.—Examiner Koebel: 
17759—D. Kellerman & Sons, Inc., vs. A. T. & S. F. Ry. et al, 
16064—Crown Willamette Paper Co. vs. Western Transp. Co, et a 
16686—J. M. Baxter & Co. vs. Sou. Pac. Co. 

/— ey ee Kan.—Examiner Copenhafer: 


S. 2685—Grain and grain products between Kansas, Missow 
and Texas points. 


July 24—Jackson, Miss.—Examiner McChord: 
16133—-Jackson Traffic Bureau for Hannah Di 
A. & V. Ry. et al. 
July 24—Chicago, Ill.—Examiner Fleming: 
16615—Armour & Co. vs. Director General, as agent. 
July 26—Washington, D. C.—Examiner Smith: 
* 1. & S. No. 2707—Salt, from Ohio and West Vir 
Ky., and Jeffersonville and New Albany, Ind. 
July 26—Dallas, Tex.—Examiner Hall: 
18082—Brandon & McCamey et al. vs. A. T. & S. F. Ry. et al. 
July 26—Washington, D. C.—Examiner Hosmer: 
13548—Maritime Association of the Boston Chamber of Commer 
et al. vs. A. A. R. R. et al. (further hearing). 


ome. 26—Plymouth, Mass.—Commissioner Lewis and Examiner Mi: 
en: 


iscongy) 


stributing Co. et aly 


ginia to Louisvik 


1. S. No. 2635 (1st supplement)—Milk and ceram between New Eng. 
land points (further hearing). 
July 26—New Orleans, La.—Examiner McChord: 
ore _ Roofing and Manufacturing Co. vs. G. &3§ 
- ee H,. CE GB. 
* 1. & S. 2704—Burlap bags, L. C. L. from New Orleans and Por 
e Chalmette, La., to points in Ala., Tenn. and Va. 
July 26—Washington, D. C.—Examiner Corbitt: 


Valuation No. 739.—In re tentative valuation of the property of th 
Brimstone R. R. and Canal Co. 


July 26—Tulsa, Okla._-Examiner Carney: 
17690—Oklahoma Natural Gas Co., et al. vs. A. T. & S. F. Ry. etal 
18210—A. A. Horwitz, as Imperial Pipe Threading Co. vs. A. 7. & 
S. F. Ry. et al. 
July 26—Chicago, Ill.—Examiner Fleming: 
17544—Celotex Co. vs. A. C. & Y. Ry. et al. 


July 27—San Francisco, Calif.—Commissioner Aitchison: 
1. & S. No. 2684—Class and commodity rates between points o 
the Hawali Consolidated Ry. 
July 27—Oklahoma City, Okla.—Corporation Commission of Oklahoma: 
Finance No. 4567—Application of C. R. I. & P. Ry. and the Choctay, 
Oklahoma & Gulf R. R. for authority to abandon a line of rail- 
road from Tecumseh Junction to Asher, Okla. 


July 27—Dallas, Tex.—Examiner Hall: 
18203—Amierican Maid Flour Mills et al. vs. A. & S. Ry. et al. 
July 27—Chicago, Ill.—Commissioner Esch and Examiner Flynn: 
18300—Motor Bus and Motor Truck Operation. 
July 27—Washington, D. C.—Examiner Norman: 


Valuation No. 741—In ré tentative valuation of the property of the 
Fort Worth Belt Ry. Co. 


July 27—Tulsa, Okla.—Examiner Carney: 
18312—Tulsa Traffic Assn. et al. vs. A. T. & S. F. Ry. et al. 
July 27—New York, N. Y.—Commissioner Cox and Examiner Bardwell: 
17021—Investigation of Chicago, Milwaukee & St. Paul Ry. 
July 28—New York, N. Y.—Examiner Armes: 
17669—Strauss & Adler, Inc., vs. Erie R. R. et al. 
ve (and Sub. No. 1)—Swift & Co. et al. vs. A. T. & S. F. By. 
et al. 
July 28—Dallas, Tex.—Examiner Hall: 
17567—Dallas Cotton Exchange et al. vs. A. & S. Ry. et al. 


July 28—Oklahoma City, Okla.—Examiner Copenhafer: 


1; & S. No. 2694—Grain, grain products and hay between Oklahoma 
and Arkansas. 


July 28—San Francisco, Calif.—Examiner Koebel: 
17869—W. P. Fuller & Co. vs. Southern Pacific Co. 
18140—A. Larsson et al. vs. A. T. & S. F. Ry. et al. 

July 29—Wenatchee, Wash.—Commissioner Aitchison: 


Finance No. 2172—Construction of line by Wenatchee Southern Ry. 
Co. (further hearing). 


July 29—Ft. Smith, Ark.—Examiner Carney: 
18336—Gibson Oil Co. vs. Ark. Western Ry. et al. 
i. & S. No. 2692—Description. of Missouri Group ‘‘B”’ territory. 


July 29—San Francisco, Calif.—Examiner Koebel: 
18232—Crown Willamette Paper Co. vs. Nor. Pac. Ry. et al. 


NO WESTERN INCREASE 


The Trafic World Washington Burest 
The Commission in a report on Ex Parte 87 and Docket 
17,000, date July 16, denied any increase to western carrier, 


but holds the record in No. 87 open for further consideration ii 
connection with No. 17,000. 
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Fr e e—Booklet explaining L M S unusual 
Warehousing Plan mailed free on request 


Save Money by 
Storing in England 


ERE’S important news to every business executive. 
Today, you can store merchandise throughout 

Great Britain for one-fourth of what you now pay by 
shipping L M S and storing in L M S warehouses. 
Every convenience known to modern distribution is at 
your command—always! There are more than 300 
LMS warehouses distributed through all important 
industrial centers of Great Britain, both on the coast 
and in the interior. They are all connected by direct 


rail routes. Handling charges and costly transit delays 
are cut to an irreducible minimum. 
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The average LMS charge for handling, stowing 
and delivering out of store as required is only 2/3 of a 


cent per 100 lbs. inclusive. 


The LM S is the one British Railroad which serves with its 
own lines all major British Ports. LM S delivers right through to 
store door with its own teams and trucks; 1,300 motor trucks and 
10,000 teams continuously employed. L M S storage rates on 
general merchandise vary from one-fourth to one-seventh of the 
current rates for storage in public warehouses in the United States. 


LONDON MIDLAND & SCOTTISH 


RAILWAY of GREAT BRITAIN 
ONE BROADWAY, NEW YORK CITY 


The L MS New York Office 
offers .every co-operation to 
helb you solve the problem 
of distribution in Britain. 
Address THOS. A. MOFFET, 
Freight Traffic Manager in 
America, ONE BROAD- 
WAY, NEW YORK. 
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THE ONLY BRITISH RAILROAD WITH AN ACTIVE FREIGHT DEPARTMENT IN AMERICA 
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DELAWARE & HUDSON 


Offers a Highly Developed Service 
for the Dependable Movement of Freight Between 


The New England States and the South and West—Eastern Canada and 
all points South. Close affiliation with the lines listed below makes this an 
ideal route for the rapid movement of shipments throughout this section. 


Canadian Pacific Railway ............ Pennsylvania .......... 

Canadian National Railways.......... |v Rouses Point, N. Y. Lehigh Valley.......... |v Wilkes-Barre, Pa. 

Quebec, Montreal & Southern ........ Central R.R. of N. J... .. 

Boston & Maine .................. via Mechanicville, N. Y. DA vain occa shes be } +, Binchamton, N.Y 

Boston & Albany .................. via Albany, N. Y. Lackawanna........... via Binghamton, N. ¥. 
Lehigh Valley.......... via Owego, N. Y. 


And Their Connections 


DELAWARE & HUDSON SUPER-POWER ENGINES 
These powerful locomotives are equipped with the Bethlehem Auxiliary Locomotive 


which adds.approximately 25 per cent to the hauling power. 
Our nearest representative will, if given opportunity, render you 


HELPFUL SERVICE 

All our Traffic Agencies are furnished information daily relative to junction passings. The Agency nearest 
you will keep you advised of the progress of your urgent carload shipments if requested to do so. 
DELAWARE & HUDSON FREIGHT TRAFFIC AGENCIES 


ALBANY, N. Y.—Telephone Main 3380 ONEONTA, N. Y.—Telephone 1500 
J. E. Colket, Milk Agent, . W. .—y Division Freight Agent, 


D.& H Building 191 Main Street 
Cc. .. Beck, waa Eastern Freight Agent, Pu AeA. Fa orp erie a gy es 1271 
t t t 
ATLANTA, GA.—Telephone Walnut 5464 iies-10 Finence — aie. 
= . ——— ee Agent, 1420-26 South Penn Square 
ealey Bullding PITTSBURGH, PA.—Telephone Grant 5516 
atts MASS.—Telephone Liberty 4106-4107 S. Y. Baldwin, General Agent, Freight Department, 
. H. Wheeler, New England Freight Agent, 513-514 Bessemer Building 
429-430 Chamber of Commerce Building H. A. Dietz, General Traveling Coal Agent, 
A R Y.—Telephone Seneca 853 513-514 Bessemer Building 
W, Haas, General Agent, Freight Department, PLATTSBURG, N. Y.—Telephone 698 
722 Ellicott Square Building E. H. Dow. Division Freight Agent 
CHICAGO, ILL.—Telephone Wabash 8 101 Bridge Street . 
5 ete, 2 See Acent, Freight Dept. SCRANTON, PA.—Telephone Bell 4751 
i J. J. Coyle, Division Freight Agent, 
MONTREAL, QUE.—Telephone Uptown 7424 - Louis, H a Station 
James Fitzsimons, General Canadian Freight Agent, MO.—Telephone Garfield 1651 
106 Drummond Bldg., 511 St. Catherine St., West J. B. Stewart, General Agent, Freight Department, 
NEW YORK, N. Y.—Telephone Whitehall 5648 and 5649 1021-1022 Pierce Building 
Max V. Beckstedt, General Agent, Freight Dept., TROY, N. Y.—Telephone 765 
F. J. Forster, Division Freight Agent, 


1446-48 Woolworth Building, 


233 Broadway Union Station 


. G. Story, General Freight Agent, Albany, N. 
Nw Hiller, Asst. Gen. Freight Agent, 4 x. Y¥. 

> # Nyland, Coal Freight Agent, Albany, N. Y. 6 
F. 


a 


Rolfe, Assistant General Traffic Manager, Albany, N. Y. 
Perry, Assistant to General Traffic Manager, Albany, N. Y. 


99 Ww. J. MULLIN, J. T. LOREE, 99 


‘ General Traffic Manager Vice-President and General Mgr. 
ALBANY, N. Y. 


adtiied wo SHORTEST—QUICKEST—BEST PASSENGER ROUTE 
BETWEEN NEW YORK AND MONTREAL 


THE MONTREAL LIMITED 


ROUTE OF 
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A Strong Economical Binder 


Gerrard Uni-Lastic Stowage, 
applied with Hi-Ten Wire, is 
an economical and rapid 
method for binding a car 
load into two units, ‘holding 
members so compactly as to 
eliminate damage from train 
vibration and low speed im- 
pacts. 


Experience has taught us that 
holding power should be 
greater at the top of the load 
than at the bottom tying point. 
This enables us to recommend 
two wires up and one down— 
either three standard 8 gauge 


_ wires or, for speed in loading, 


three Hi-Ten 10 gauge wires, 
thereby effecting a 25% re- 
duction in cost. 


For those shippers 
who want extra 
streneth and still 
speed in loading, 
three 8 gauge Hi- 
Ten wires are 
ideal. 

We do not recom- 


GERRARD WIRE 


1944 South 52nd Avenue 


mend two binders, but for 
those who insist upon one up 
and one down, Gerrard Hi- 
Ten Wire in 8 gauge is superior 


_in holding power to any sin- 


gle binder yet tested for metal 
bracing. With the advent of 
Hi-Ten Wire, Gerrard is now 
able to furnish car load protec- 
tion to meet any arising need 
or demand among shippers. 


Uni-Lastic Stowage can be 


applied to any commodity 
commonly shipped in freight 
cars. It reduces loading costs 
and eliminates practically all 
damage. Shippers who have 
a troublesome problem 
should consult us now. We 
will gladly furnish shippers 
already using 
metal bracing 
with complete 
information as to 
the advantages 
of Hi-Ten wire. 
What is your 
address? 


TYING MACHINES CO. 


CHICAGO, ILL. 


For Uni-Lastic Stowage 
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THE TRAFFIC WORLD 


Between 
All Points 
in the 


East & South 


4500 Miles 
of its 
Own Lines 


THE FLOUR INDUSTRY 


| EDMONTON g 


VANCOUVER 


Northwest 


Western Canada 
North 
Pacific Coast 


Sey 


ALWAYS DEPENDABLE 


Boston, Mass., 40 Central St. 
Buffalo, N. Y., 409-410 Iro- 
quois Bldg. 
Chicago, Ill, 707 Standard 
Trust Bldg. 
Chippewa Falls, Wis. 
Cincinnati, O., 709 Traction Bldg. 
Cleveland, O., 915 Union Trust Bldg. 
Detroit, Mich., 311 Transportation Bldg. 
Duluth, Minn., 320 West Superior St. 
Grand Rapids, Mich., 414 Lindquist Bldg. 
Indianapolis, Ind., 522 Merch. Bank Bldg. 


AGENCIES 
Kansas City, Mo., 738 Railway Ex. Bldg. 
Los Angeles, Cal., 530 Van Nuys Bldg. 
Memphis, Tenn., Porter Bldg. 
Milwaukee, Wis., 68 Wisconsin St., 
Minneapolis, Minn., Soo Line Bldg., 5th St. and Mar- 


New York, N. Y., Woolworth Bldg. 

Omaha, Neb., 725-26 W. O. W. Bldg. 
Philadelphia, Pa., Cross Bldg., Locust St. at 15th. 
Pittsburgh, Pa., 2041 Oliver Bldg. 


Serving the 
Heart of the 
- Great 


Mp Northwest - 


THE STEEL INDUSTRY 


To avoid delay, shipments for Can- 
adian destinations must be accompan- 
ied by shippers’ export declaration 
made in triplicate. This document 
must be delivered to railroad agent at 
_ initial point with the shipment and ac- 
;company same to Canadian port of 
entry. - 
SAULT SAINTE MARIE 


* 
MENOMINEE 


MANITOWOC 
SAINT PAUL ‘ 


M MILWAUKEE 
Portland, Ore., 8rd and Pine Sts. 0 

St. Louis, Mo., 2050 Railway Exch. Bldg. 

St. Paul, Minn., 1112 Merchants Nat'l Bank 


Bldg. 

San Francisco, Cal., 675 Market St. 

Sault Ste. Marie, Mich. 

Seattle, Wash., 5564 Stuart Bldg. 

Spokane, Wash., 1006 Old Nat'l Bank Bldg. 
Superior, Wis. 

Tacoma, Wash., 1113 Pacific Ave. 
Waukesha, Wis. 

Winnipeg, Man., 603-604 Lombard Bldg. 


Our Freight House Terminals at DULUTH are Joint With Duluth, Missabe and Northern Ry. 


ROUTE YOUR FREIGHT - 


- - CARE SOO LINE 
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@ Q Life is nothing, unless in its relation to the in- plishment, those stars shine the brightest which mw > kn 
dividual, it finds its expression in a real service reflect service to others. In our own particular a 0 wo 
: to man and to the things which conspire to calling, service is, and must remain, the yard * 4 
2 loyalty and the development of happiness. stick which shall measure the sum total of our eq 
i The life well lived, leaves its impress upon efforts. In this, the individual is as the whole. is 
o the environment of which this life was a part, Our units are interdependent. They are so @ ® 
S or and upon the persons with whom it came in con- closely allied that deviation from the known wh we TI 
o® a tact, and whom in some degree it served, for horizon will cloud the efficiency of them all. Baee an 
HeZe unless there was some character of service, its The house is no more secure than its founda- Ba 
a8 Ze mission remained unfulfilled, and existence, in tions make it, and its walls must shatter should wa is al 
ES aS many of its phases deprived of what its units ‘dissension arise within. Its integrity can be es wh of 
ff oO had both right and reason to expect. maintained only by a joint performance of mani- * at , 
2 ® Selfishness may be part of heredity. It may fest duties, and in these there must be included “> cl 
have an inherent quality which has come down the determination to so live that reproach can 
through the ages, but in this day of enlighten- never be written. . @ @ ; 
, 3 ment and of human progress there is small place Life belongs not alone to its possessor, but . Zz ti 
= s for the selfishness which builds upon opportu- rather does it belong to all, and because of this oo OS =>, 5 
ae nity and which denies to others the right to community of interest it should be conserved rset oH 
ne = honest aspirations and the development of hap- against the hazards from within and from ce en t 
oF z2 piness. The life which seeks to rise upon the without, and so develop a quantity and quality Zo SP t 
3 i. shoulders of the less fortunate, and which de- of service, that when it shall have winged its 5 eh 
Be 25 mands service without giving service, is a throw- way to immortality, it shall still live, bright and QD Be 1 
| — Le =) ° ° ° ° ple ° ° ° $ Shs 
a @ back, which in the ultimate analysis, shall scintillant with the joys it has brought to others, a 
2 ® achieve no permanent degree of success and and the simple and unostentatious service it has Br 
which must eventually come to naught. rendered where this service was due. 
r In the broad field of human effort and accom- W. R. SCOTT, Houston, Texas. Q® ® 
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